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PRESIDENT COOLIDGE’S MESSAGE 


Recommendations with respect to legislation affect- 
ing the railroads, Shipping Board, section 28 of the mer- 
chant marine act, and waterways were submitted to 
Congress, December 3, by President Coolidge. 

Under the heading, “Railways,” the President com- 
mented favorably on railroad performance in recent 
months. He emphasized his view that there should be 
further legislation to expedite consolidations. His re- 
marks on that subject were construed as meaning that 
he favored a period in which voluntary consolidations 
could be effected by the railroads under flexible condi- 
tions, and as reflecting the views, in part, at least, of 
Secretary Hoover and Senator Cummins on the subject. 


While referring to “equalization of rates between 
different classes of traffic so as to relieve undue burdens 
upon agricultural products and raw materials generally, 
which are not now possible without ruin to small units 
owing to the lack of diversity of traffic,” the President 
did not renew his recommendation made to Congress a 
year ago that Congress should order a reorganization of 
the freight rate structure. The President’s remarks were 
construed in- some quarters as indicating recognition on 
his part of the difficulties in the way of accomplishing 
beneficial results through a reorganization of the freight 
rate structure. 

Too much comfort, however, must not be taken 
from the President’s failure to mention this subject 
again. Even if it means that he no longer thinks there 
should be a reorganization of the freight rate structure 
along the lines previously indicated—and nobody knows 
whether that is the fact or not—both party platforms, as 
we have pointed out before, favor the plan of reorgani- 
zation and the Hoch-Smith revision resolution occupies 
a Strategic position on the calendar that makes its adop- 
tion easily possible. Therefore, we urge that efforts to 


convince Congress that the resolution ought not to pass 
be not abated. 

It seems to us that the immediate point of attack by 
opponents of the resolution—while they should not relax 
their efforts in other directions—is the commission ap- 
pointed by the President to examine agricultural condi- 
tions and make recommendations for their improvement. 
This commission might easily be led into the same error 


_that has influenced the advocates of the principle em- 


bodied in the Hoch-Smith resolution, and if it should, per- 
chance, recommend such a rate reorganization for the 
benefit of agriculture, Congress would have still another 
reason for adopting the resolution. On the other hand, 
should this commission say something in opposition to 
the Hoch-Smith plan it would probably go far to defeat 
the resolution. Even failure on the part of the commis- 
sion to advocate a rate reorganization might be suff- 
cient to damn the scheme. We suggest that the railroads, 
the National Industrial Traffic League, and others inter- 
ested, spare no effort to make the agricultural commis- 
sion see the matter clearly. 

The President entered a protest against legislation 
that would provide for new methods of valuing the rail- 
roads. He urged that the present valuation work be com- 
pleted. This was regarded as disapproval of the rate- 
making and valuation bill introduced by ‘Senator La 
Follette. 


With reference to the, Railroad Labor Board, the 
President said any new legislation on that subject “will 
not meet the requirements of the situation unless it 
recognizes the principle that the public has a right to the 
uninterrupted service of transportation and, therefore, 
has a right to be heard when there is danger that the na- 
tion may suffer great injury through interruption of op- 
erationsebecause of labor disputes.” One of the principal 
objections made to the pending Howell-Barkley railway 
labor bill is that it ignores the public interest. The 
President favored retaining the Labor Board in its pres- 
ent form if the public would be ignored under any new 
plan. 


Legislation transferring complete control of the gov- 
ernment merchant marine, for the purposes of operation, 
from the Shipping Board to the Emergency Fleet Cor- 
poration was recommended by the President. Such a 
separation of the two organizations has been urged fre- 
quently in the last few years. While the Shipping Board 
has effected a paper separation of the two organizations, 
it has retained complete control and has not given any 
indication of relinquishing any of its power. The recom- 
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mendation of the President is expected to precipitate a e _ — of Mav _ niger Rabe gee! to be fol- 

E owed by a renewal valuation of the railways. € valuations in- 
controversy between the two schools of thought on the  ctituted by the Interstate Commerce Commission 10 years ago 
subject—those who believe the board should have com- have not yet been er isc aot “¥ the ca 

. : - an enormous sum, and they have imposed great expenditure 
plete control and those who believe the Fleet Corpora- upon the railways, most of which has in effect come out of 
tion should have complete control of operation of the the public in increased rates. This work should not be aban- 
government fleet, leaving to the board the duties given it eS ens until its results are known and can be 

the shipping act of 1916 and the merchant marine act Another matter before the Congress is legislation affecting 
y 7 ith 1 : the labor sections of the transportation act. Much criticism 
of 1920 witl respect to deve opment and regulation of has been directed at the workings of this section and experience 
ocean shipping. The recommendation of the President has shown that some useful amendment could be made to these 
. ac cant provisions. é ; 
with respect to the Shipping Board was regarded as a It would be helpful if a plan could be adopted which, while 
substantial victory for President Palmer, of the Fleet pric the pe es of systematic ooecere Sareneene ba 
es eas conciliation and voluntary arbitration of labor differences, cou 
Corporation. There has been — friction between the also provide simplicity in relations and more direct local re- 
board and Palmer. The President’s message was re- ny of employes and managers. But such legislation 
: : will not meet the requirements of the situation unless it recog- 
garded aie backing =P the Fleet Corporation. nizes the principle that the public has a right to be heard when 
The President did not mince words with respect to there is danger that the Nation may suffer great injury through 
section 28 of the merchant marine act. He stated the = interruption of operations because of labor disputes. If 
: h - these elements are not comprehended in proposed legislation, 
facts about that section and then recommended suspen- it would be better to gain further experience with the present 
sion of the section until Congress. could properly re- ac ae, dealing with these questions before under- 
consider the matter. The form of the organization of the Shipping Board was 
The text of that part of the message relating to rail- based originally on its functions as a semijudicial body in 
: regulation of rates. During the war it was loaded with enor- 
roads, merchant marine, and waterways follows: mous administrative duties. It has béen demonstrated time 
: ’ and again that this form of organization results in indecision, 
The railways during bon fart year a a still further — wd cor ae oe which eo a 
progress in recuperation from the war, with large gains in eff- wholly inadequate foundation for the conduct of a great busi- 
pica song emegtencoe gs om ar the traffic of the coun- ness enterprise. The first principle in securing the tet 
try. je have now passed through several periods of peak set out by Congress in building up the American merchant 
oe weve 8 car shortages — so poet ged in the past marine upon the great trade routes and subsequently dispos- 
ave brought havoc to our agriculture and industries. The ing of it into private operation can not proceed with effective- 
condition of many of our great freight terminals is still one of ness until the entire functions of the board are reorganized. 
difficulty and results in imposing large costs on the public for The immediate requirement is to transfer into the Emergency 
ig a and vd “% weg ve ape algae — ng gen ott oe Meso prnage song i —— of = 
reight. Owing to the growth of our large cities and the great eet and other property, leaving to the Shipping Board solely 
— in the —— x — ae in perishables, the the duty of determining certain major policies which require 
problem is not only difficult of solution, but in some cases not deliberative action. . 
wholly solvable by railway action alone. The procedure under section 28 of the merchant marine 
In my message last year I emphasized the necessity for act has created great difficulty and threatened friction during 
further legislation with a view to expediting the consolidation of the past 12 months. Its attempted application developed not 
our ee into sewer systems. be — of Government — great opposition — Neng a tr ret as he bur- 
control of rates and profits, now thoroughly inbedded in our ens that may be imposed upon agricultural products, but also 
governmental attitude toward natural monopolies such as the’ great anxiety in the different seaports as to the effect upon their 
railways, at once eliminates the need of competition by small _ relative rate structures. This trouble will certainly recur if 
units = 9 — = “ ge Pg yous — be — is a —— ~ ee. F ws is ae ong in some 
preserved as a stimulus to service, but is will exist and can of its terms and of great diihculty in interpretation. 
be increased under enlarged systems. Consequently the con- It is my belief that action under this section should be 
solidation of the railways into larger units for the purpose of suspended until the Congress can reconsider the entire ques- 
securing the substantial values to the public which will come tion in the light of the experience that has been developed 
from larger operation has been the logical conclusion of Con-_ since its enactment. " 
gress in its previous enactments, and is also supported by the Meantime our internal development should go on. Provision 
best opinion in the country. Such consolidation will assure not should be made for flood control of such rivers as the Missis- 
only a greater element of competition as to service, but it will sippi and the Colorado, and for the opening up of our inland 
afford economy in operation, greater stability in railway earn- waterways to commerce. ay meg is “ed > sn 
ings, and more economical financing. It opens large possi- of better navigation from the Great Lakes to the Gulf. very 
bilities of beter equalization of rates between different classes effort is being made to promote an agreement with Canada to 
of traffic so as to relieve undue burdens upon agricultural prod- build the St. Lawrence waterway. There are pending before 
= and raw —— generally, which are now not possible Congress bills for yet yd ee - pet oor 
without ruin to small units owing to the lack of diversity of for the taking over of the Cape Co anal in accordance wit 
traffic. It would also tend to equalize earnings in such fashion a moral obligation which seems to have been incurred during 
as to reduce the importance of section 15A, at which criticism, the war, and for the improvement of harbors on both the Pa- 
often oe ge - — —— = — number . cific an = Atlantic — hgh ne tear —_ — bo Better 
units wou offer less difficulties in labor adjustments an of some of its projects and we must proceed slowly, these bills 
would contribute much to the solution of rl 2 difficulties. in general have my approval. Such works are productive of 
The consolidations need to be carried out with due regard wealth and in the long run tend to a reduction of the tax burden. 


to public interest and to the rights and established life of var- F - ‘ 
ious communities in our country. It does not seem to me In his address December 4 at the International Live 


necessary that we endeavor to anticipate any final plan or ad- Stock Exposition at Chicago President Coolidge made 
here to any artificial and unchangeable project which shall ~ , m 

stipulate a fixed number of systems, but rather we ought to ap- brief reference to freight rates. 

proach the problem with such a latitude of action that it can “We must help the farmer to reduce his taxes, 


be worked out step by step in accordance with a comprehensive i ‘ . 
consideration of public interest. Whether the number of ulti- broaden his foreign market, and keep freight rates as 


See See See OS seeee oe less seems to me can only be Jow as possible while keeping the railroads efficient,” said 
etermined by time and actual experience in the development onda é 1 
of such consolidations. he. “This should be supplemented by the development 


_ Those portions of the present law contemplating consolida- of navigation in the Mississippi Valley and in the St. 
tions are not sufficiently effective in producing expeditious action Lawrence. River.” 

and ~~ amplification of = authority ~ the —s —_ ; 
merce Commission, particularly in affording a period for vol- es A 

untary proposals to the commission and in supplying Govern- THE DAILY TRAFFIC WORLD is delivered by 
ment pressure to secure action after the expiration of such a messenger to Chicago Loop subscribers and forwarded 


Period. under first class postage to all the others, thus insuring 


There are other proposals before Congress for amending 
the transportation acts. One of these contemplates a revision Prompt and regular receipt. 
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POSTAL SERVICE COSTS 


The Trafic World Washington Bureau 

In only two services is the Post Office Department able to 
pay expenses and show an operating profit. They are the first 
class mail and the postal savings service. In the fiscal year 
ended June 30, 1923, the Post Office Department conducted its 
business at an operating loss of $39,805,702.18. 

These are the outstanding facts in a report sent to Con- 
gress by Postmaster-General New on December 3. The report 
was signed by Joseph Stewart, formerly Second Assistant Post- 
master-General, now executive assistant to the Postmaster- 
General and chairman of a departmental committee of experts 
which conducted the inquiry into the revenues and expenses 
of the department with a view to determining what each class 
of service cost and the amount of money it received for 
that service. Reports by firms of accountants, setting forth 
the theory and methods used in arriving at conclusions, accom- 
panied the Stewart report. 

According to the report, first class mail service made a 
gain, that is, what would be called a net railway operating 
income, of $80,417,716 and the postal savings service an income 
of that kind amounting to $4,701,411. The services are not 
charged with any part of the interest the government pays 
on money borrowed for the erection of buildings in which the 
Post Office Department carries on its work, nor is the depart- 
ment charged with the payment of anything on the money 
invested in buildings, if the government did not borrow money 
to pay for them. 

Second class mail, that is, newspapers, magazines, and so 
forth, are reported as having caused an operating income deficit 
of $74,712,868; third class, $16,291,575; fourth class (parcel 
post), $6,916,753; penalty mail (this is the kind sent out by 
Congress, such as speeches and reports), $6,214,131; money 
order, $9,540,511; registry, $10,374,013; special delivery, $121,- 
997; insurance, chiefly a parcel post item, $1,145,959; C. O. D. 
service, also largely a parcel post item, $1,825,437. 

Total revenues of the department amounted to $534,413,171 
and the expenses $574,218,873. 

Only a skeleton abstract of the report was made available 
by the Post Office Department at the time the report was 
transmitted. The report, however, it was said, went into minute 
details, so that when published each item of cost and how 
allocated, could be ascertained. 


A diagram showing the postal dollar, whence it came and 
whither it went, accompanying the report, showed transporta- 
tion to have constituted 24.8 per cent of the total expenses 
and that railroad transportation absorbed two-thirds of that 
cost, the transportation cost amounting to 16.2 cents, or 16.2 
per cent of the dollar. City and village delivery cost 14.1 
cents or per cent, the railway mail service outside of trans- 
portation, that is, chiefly clerk hire, 8.5 per cent, clerks in post 
offices 20.4 cents or per cent, postmasters and aSsistant post- 
masters 8.8, vehicle service 2.7 per cent, equipment and sup- 
plies 2.2 per cent, and rural free delivery service 15 per cent. 


On the revenue side, the first class mail produced 47.4 
cents or per cent of that dollar, second class 5.5 per cent, 
fourth class or parcel post 21 per cent, third class 7.6, and 
the deficit was 6.9 per cent. 


The complete report, not yet available, shows the revenues 
and estimated costs for second class mail divided to daily 
newspapers; weekly, semi-weekly and tri-weekly newspapers; 
scientific, agricultural, religious, etc., magazines; and all other 
periodicals. 

As to the weights of the mails, the report shows for the 
fiscal year 1923, 320,555,512 pounds of first class mail, or 5.62 
per cent of weight of all mails; 1,381,645,131 pounds of second 
class mail, or 24.24 per cent of weights of all mails; 232,582,062 
pounds of third class mail, or 4.08 per cent of the weight of 
all mails; 3,394,619,315 pounds of fourth class mail, or 63.08 
per cent of the weight of all mails; and 73,793,050 pounds of 
foreign mail, or 1.29 per cent of the weight of all mails. 

Postmaster General New, in his report for the fiscal year 
ended June 30, 1924, shows an increase in postal revenues for 
the year of $40,120,853, or 7.53 per cent. This, he says, is a 
reliable measure, for comparative purposes, of the increase in 
the business of the department. The extent of the growth of 
business, however, is often controlled by other elements some 
of which have operated in a marked degree in recent years. The 
expansion of urban territories and improved transpcrtation fa- 
cilities have resulted in dispersion of patrons over greater urban 
and suburban territory and has necessitated added facilities for 
mail purposes. 

The Postmaster General points out that the business of the 
department, as measured by postal revenues, increased 7.53 per 
cent, while the expenditures to care for it were increased only 
5.4 per cent. The cash deficit was therefore $14,463,976. How- 
ever, after adjustments for amounts paid on account of pre- 
ceding years and for unliquidated obligations, etc., the operating 
deficit becomes $24,362,491. 


The operating ratio has steadily decreased since 1921. In 
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that year it was 117.28 per cent; in 1922 it was 114.04 per cent: 
in 1923 it was 107.10 per cent; while in 1924 it was 104.95 De 
cent. , 

The Postmaster General reviews the history of the Project 
for ascertaining the cost of carrying and handling the sever, 
classes of mail matter and performing the special services. Quy, 
tions regarding the rates on mail matter of the second class and 
fourth class arose in Congress in 1921. The last ascertainmey; 
made by the department was in 1909 and carried forward by the 
Hughes Commission in 1911. The conditions of service hay, 
changed radically since, and because of the inadequacy of data 
the Joint Commission of Congress on Postal Service agreed with 


the Postmaster General to undertake the inquiry with the yp. to recc 
derstanding that the work of gathering the statistical data anq caused 
making the estimate would be conducted by the departmen; to the 
The work has been finished and the report will be transmitteq to arty 
Congress. little « 
The revenues of the Postal Service for the year amounted ty "7 
$572,948,778.41, an increase over the preceding year of 7.53 yer 17, 19 
cent. 77 vised 
The audited expenditures were $587,376,915.89. The cash time, 
deficit thus shown is $14,428,137.48, and this, when readjusted to of det 
account for obligations of prior years paid during the figea| other 
year and for unliquidated obligations for the year, brings the struct 
deficit to $24,362,491.34. outst 
The mails were carried over 231,020 miles of railroad, at a there 
cost of $98,325,501 for the year. The side and transfer service bein 
in connection with the railroad service was maintained at a maki 
cost of $1,747,612. majo 
Generally the mails for foreign dispatch are assigned to did 1 
vessels with a view to the earliest delivery, but a preference of disc 
24 hours, extended to 48 hours where sea post is carried, is given = 
American ships. ever 
Through the special efforts of the department co-operating to P 
with the Shipping Board, foreign postal administrations have man 
been shown the advantage to their mails when brought to this cal-1 
side on United States ships on which sea post service is in oper- mot 
ation. Because of this advantage they are, with few exceptions, ees 
assigning their westbound mails to U. 8S. ships on the basis of atte 
their earlier delivery and distribution in this country. As a Rel 
result there have been carried westbound across the Atlantic on to 
American ships 57,439 bags of mail between January 1 and Sep- = 
tember 30, 1924, resulting in better mail service and a material = 
item of receipts for the Shipping Board. off 


The cost of the service for the year was $7,847,908.40. > 
There were 5,641,301 pounds of letters and postcards, 35, 


449,006 pounds of other regular mail articles, and 36,713,886 fe 
parcel post packages dispatched by sea to foreign countries. ex 
This is an increase of 17.10 per cent over the preceding year. ce 

The amount of postage prepaid by senders of mails and the pl 
deficient postage collected on short paid articles from abroad T 
was $12,273,892.10. a 

Sea post service has been established on 21 American ships re 
in trans-Atlantic service and on 15 American ships in the trans- 1 
Pacific service. The international. parcel post service now ex- t 
tends practically to every country in the world and during the a 


year was extended to Christmas Island, to additional postoffices 

in the Spanish Zone of Morocco, and to the British postoffices of .f 

Larache and Tetuan in Morocco. 
The Postmaster General asks for legislation to impose de- 

murrage charges on undelivered collect-on-delivery parcels, or to } 

return them to the senders “collect” under certain circumstances. 


PANAMA RAILROAD SHOWS PROFIT 


4 The Trafic World New York Bureau 

Net profits of the Panama Railroad Company for the fiscal 
year ending June 30, 1924, after meeting all costs and setting 
aside $543,241 for depreciation, amounted to $722,771.35, accord- 


ing to the annual report. This was a decrease of $34,938 from 
last year. 


The operations of the Panama Railroad Steamship Line 
were less favorable, showing a deficit of $305,857.49 after charg- 
ing to operating expenses $211,014.90 for depreciation and de- 
ferred charges for repairs. The loss was attributed to the con- 
tinued depression in shipping, keen competition and low freight 
rates. Total revenue for the line amounted to $2,443,576, an 
increase of $59,768; while total expenses amounted to $2,749,- 
433, an increase of $201,164. 


The Panama Railroad Company showed a credit to profit 
and loss account at the end of the year of $25,143,244, against 
$26,022,388 in 1923. The larger part of this decrease was due 
to = payment of $1,050,000 in dividends to the U. S. govern- 
ment. 

The Panama Railroad proper showed a net income of 
$1,028,628; operations of harbor terminals, $294,089; hotel oper- 
ations a deficit of $18,081; cattle industry a profit of $25,000; 


commissary a profit of $409,248, and coal plants a profit of 
$161,500. 
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December 6, 1924 


Current Topics ! 


in ‘Washington 





Restoring Party Responsibility——Appraisal, by those who 
approve, of the exclusion of Senators La Follette, Brookhart, 
Ladd and Frazier, from the conference of Republicans who met 
to choose a man to lead them in place of Senator Lodge and 
to recommend Republicans to fill the vacancies in committees 
caused by the death of Senators Lodge, Brandegee and Colt, is 
to the effect that that is a long step toward the restoration of 
party responsibility in this country. Since 1910 there has been 
little of it. Theodore Roosevelt, from 1904 forward, did much 
toward destroying it. It reached its climax, in Congress, March 
17, 1910, when a coalition overthrew Speaker Cannon and re- 
vised the rules so that the House of Representatives, since that 
time, has been a leaderless body containing a large percentage 
of demagogues, aS many see it, with members vying with each 
other in extravagance of utterance and a minimum of con- 
structive work. The House, since 1910, has not developed an 
outstanding figure. In the days when it had unlimited debate 
there was bitter criticism of its fondness for talking. But there 
were leaders then. Reaction against the talk culminated in the 
making of rules limiting debate, but leaving-it possible for the 
majority to carry on work. The 1910 revolution, apparently, 
did nothing but make it impossible for a majority to exercise 
discipine over the wild asses there might be among its mem- 
pership. They have been free to carry on, between the lines, 
ever since, and, in the name of “the people,” save at odd times, 
to prevent the business of the people being done in an orderly 
manner without compromise to meet the wishes of the whimsi- 
cal-minded. The vote in the Republican conference was no 
more than a vote of “no confidence” in the four men the 
conference decided should not be honored with invitations to 
attend or honored with recommendations for appointment, as 
Republicans, on the standing committees. They are still free 
to call themselves Republicans. No one can deny them that 
satisfaction. Nor can anyone deprive them of votes that un- 
informed Republicans may cast for them if and when they 
offer themselves as candidates for nomination in primaries. 
It is recalled that the old Federalists dubbed the old Repub- 
licans “Democrats,” hoping that, by so doing, the country would 
think them like the democrats of the French revolution. Jef- 
ferson’s Republicans finally accepted the name given them in 
execration, while the protective tariff men of the period pre- 
ceding the Civil War and after accepted not only Jefferson’s 
protective tariff ideas but also took the old name of his party. 
The Republican senators, according to the views of those who 
approve, had to take some kind of action on the subject of 
recommendations for the four senators who opposed the Cool- 
idge and Dawes ticket. They could have continued the pre- 
tense that has gone on for several years and treated the four 
as if they were men in whose party loyalty they had full con- 
fidence; but young senators, like Edge, of New Jersey, Spencer, 
.of Missouri, and Ernst, of Kentucky, forced the question 
whether they would continue the pretense by offering a reso- 
lution of “no confidence” and notice that the Republicans there 
assembled would not take the responsibility of recommending 
to the Senate the appointment of the four to places on the 
committees reserved for Republicans. <A coalition of the La 
Follette men and the Democrats, acting as the Senate, could 
keep the insurgent Republicans in their places. They have the 
power. They exercised it ts make Senator Smith, of South 
Carolina, chairman of the committee on interstate commerce 
instead of Senator.Cummins. The impression is that, on ac- 
count of what happened on election day, many Democratic sen- 
ators would refuse to follow La Follette if something of that 
kind were tried. The Democrats, in their conference, could not 
take action against Senator Wheeler of the kind taken against 
the La Follettes, because, it is believed, such action would 
have been taken as equivalent to a repudiation of the work 
done by Senator Wheeler in the investigation of Daugherty and 
by Senator Walsh, Wheeler’s colleague from Montana, in the 
investigation of the Teapot Dome scandal. 





Railroad Centennial Celebration—Five years from now, 
broadly speaking, will be the centennial of American railroads. 
A number were begun before 1830, but, still speaking in the 
same way, it was not until four years after Charles Carroll, of 
Carrollton, drove the gold spike or laid the cornerstone of the 
Baltimore and Ohio, that real railroad building was begun. 
Colonel Stevens, it is said, had a real railroad on his estate 
near Hoboken five years before 1930, but not a railroad in a 
commercial sense, any more than the Frenchman had a steam- 
boat on the Seine when he ran one on that stream in 1685 or 
thereabouts, or than there were submarines in the war be- 
tween the colonies and the mother country because one was 
built, out of wood, and actually operated, a little, under water. 


THE TRAFFIC WORLD 


1243 


Some suggestion has been made in various quarters that it 
would be well for somebody to start a centennial celebration. 
New York had her Fulton steamboat celebration in 1909. New 
Jersey, Pennsylvania, Maryland and South Carolina might com- 
bine on a railroad celebration in 1930 because they had rail- 
roads, in the course of construction, at least, and some in op- 
eration, in 1830. America is the land more dependent on rail- 
roads than any other. Nearly all other countries were devel- 
oped with waterways as their base. The United States are or- 
ganized almost exclusively on the theory that what a com- 
munity needs it will obtain by railroad. The eastern seaboard 
was started as the rest of the world is built—that is, on a 
waterways foundation—but the rest of the land is founded on 
railroads built as substitutes for waterways. But the interior, 
particularly the intermounain counry, objects to rates based on 
combinations on the ports, as they were first made—that is, 
from New York or some other port to San Francisco or some 
other port, plus the haul into the interior. It insists that ports 
shall have no rates lower than it. In a way, it argues that the 
railroads have brought the oceans to it, as their argument is 
interpreted by opponents of the rigid fourth section. Chicago, 
by reason of having the Santa Fe and other transcontinental 
lines start from it, while the Southern Pacific starts from 
New York, has been able, on some westbound traffic, to get 
Atlantic seaboard rates. If the intermountain country had rail- 
roads starting from Spokane or other interior points, it might 
have the Pacific Ocean at its doors. 





America’s Godmother Celebrates.—The Lorraine village of 
St. Die, in France, for the time being, has celebrated, with 
much pomp, the return to its town archives of a copy, not of 
the first edition, however, of Martin Waldseemuller’s introduc- 
tion to a revision of Ptolemy’s cosmography, published in 1507 
or 1508. The village, which is German or French as the for- 
tunes of war decide, regards itself as America’s godmother 
because in that introduction, Waldseemuller, a cartographer of 
St. Die, asked why it would not be well to name the terra incog- 
nita after Amerigo Vespucci, to give it the Italian spelling, 
because of the supposed description of the new land written by 
him after his third or fourth voyage to the new world, on 
material gained by him on his so-called first veyage in 1497. 
The making of that first voyage, many historians doubt, almost 
as pointedly as they repudiate the pre-Columbian discoveries 
claimed in behalf of Basque fishermen and navigators. St. Die 
paid 28,000 francs to the neighboring city of Nancy for a copy 
of the edition it has borne back in triumph to its archives. 
St. Die had great fear that some American would outbid it for 
that copy, as if American collectors did not know that the 
only known copy of the first edition is in the public library 
in New York and that the dozen or more copies of the later 
editions are not so highly prized. The prominence given the 
celebration has suggested that someone desiring to make a 
political gesture promoted the celebration without pointing out, 
as did Tennyson, in his welcome to Alexandra, King George’s 
mother, that Americans, like Englishmen, are of mixed blood, 
Tennyson enumerating “Saxon and Norman and Dane are we, 
but all of us Danes in our welcome of thee.” The names, St. 
Die and Waldseemuller, suggest the great mixture in America, 
Die alone suggesting Roman, English, German, and Norse to 
add to the idea of “friend” carried in Amerigo, which, even if 
not from the Latin word amicus or Spanish amigo, brings those 
words to mind as the chief characteristic of America, the friend 
of all. 





Los Angeles Station Case.—It is not evidence of prophetic 
vision to say that the proposed report of Examiner Eshelman 
in the Los Angeles station case (formal docket No. 14778) will 
probably be thumbed to pieces by paid and volunteer students 
of the question as to where state authority ends and national 
authority begins. At this stage of the matter it seems that 
neither state nor nation may order the construction of the union 
passenger terminal, though the nation’s certificate of conven- 
ience and necessity will be required if the railroads acquire 
a desire to build one. The impression, created by a hurried 
reading of the Eshelman report, is that, while he thinks the 
Commission cannot lead the horse to water, it may be able to 
persuade it to drink, now that Los Angeles has pointed to the 
water. The project may be a good one, but if not, it may be 
suggested, the dual form of government in the United States 
has given those who can prove it is not plenty of time to 
gather material to make that showing. Haste has been made 
slowly, though those interested in providing a union station 
were willing to have it ordered on the theory that its con- 
struction would be an incident to the elimination of grade cross- 
ings. The dual form of government may be irritating, but, 
judging from the demands in English newspapers for a tele- 
phone service, from their government, not more than ten years 
behind that of the United States instead of twenty-five, the 
results, in so far as one public utility is concerned, have been 
fine. Mussolini is still trying to unload Italian, railroads and 
telephones on private enterprise so that the Italian government 
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may be relieved of the staggering burden of keeping up those are urged to give consideration to it as amended by the Dro. 
services, and the users may receive the benefits of private posals by W. H. Chandler. 
operation. So far as known here he has not had a serious The legislative committee reports that Mr. Chandler jg Not 
nibble at his bait, though he has shown that the railroads can an advocate of the bill, and it says that, if the only way to de. 
be operated without the employment of as many political hench- feat the legislation is by concerted action of shippers ang 
men as were on the payroll when he seized power and made _ carriers, it is understood Mr. Chandler will withdraw his pro- 
himself dictator. posed amendments, but he feels that there is more likelihoog 
7 of defeating the bill as it now stands by amending it. The 
Commission Ten Volumes Behind.—Lack of money for the committee said it was not prepared to agree with him, and that 
work of the Commission may not be irritating for anyone but’ the proper course to pursue was a matter for discussion at the 
the Commission just now, but the time may not be far off when December meeting. 


it will become a seriously embarrassing thing for litigants and Reporting in regard to Mr. Chandler’s proposal, J. F. Abbot, 
their attorneys. The Commission is now ten volumes behind chairman of the legislative committee, says, in part: 

in the publication of its reports. That is equal to the work ; : ; 

of about two years. Several volumes are in the government Speaking generally, the Gooding bill takes away all of the dis. 


’ : c i cretion now imposed upon the Commission, and in effect proviq 
printing office near the point of publication, but they are not that fourth section relief cannot be granted in any case except when 
available to the man who may need one. By writing to the one route is circuitous, and then only at points which come within 


Commission an interested person may obtain a copy of any the scope of the present law. In other words, the Gooding bill woulq 


. Be prevent a rail carrier from departing from the long and short h 
opinion he may be able to designate. By reading The Traffic cjause to meet water competition, or to meet market competition 
World and binding its separate numbers into volumes those’ The effect of Mr. Chandler’s amendment is, if I may say so, with. 


interested may keep themselves well informed. But the time out any intention of criticism, to take the half-way ground and con- 
comes when even Traffic World writers need to refer to the tinue to give the Commission discretion to authorize departures be- 


soll : . cause of water competition, but deprive the Commission of any 
volumes. The courts dislike to receive loose-leaf copies of re- power to authorize departures because of market competition. For 


ports or typewritten ones. Three of the ten missing books are © all practical purposes his amendment means that the present law 
finance and valuation volumes. There are many shippers who $hould be changed only by prohibiting the Commission from granting 


ns fourth section relief because of market competition. 
have extreme doubts as to the worth of valuations anyhow, so It appears to us that Mr. Chandler’s proposed amendment clim- 
the one volume on that subject, even if sunk without trace, inates from the Gooding bill the very situation which the inter- 


probably would cause no tears among shippers. It is a cer- mountain people are attempting to correct, namely, to prevent, the 


zs = transcontinental lines from charging lower rates at Pacific Coast 
tainty that no railroads would feel sad about it, except for the terminals than at intermediate points, to meet the competition of 
sadness that comes to a man when he cannot locate a pestifer- water carriers through the Panama Canal. It does not seem probable 


ous fly. The finance volumes, Nos. 86 and 92, 84, being the that the intermountain interests would be willing to accept such an 


: a” . 4 amendment. Mr. Chandler thinks otherwise and feels that they 
valuation book, it is believed, are of more importance. There are not as much interested in the water competitive feature as they 
are, however, shippers who have not yet been able to perceive are in the situation created by the transcontinental lines secking 


the reat hel the supervision of expenditures for new con- fourth section relief from Chicago and other points which do not 
bem A re is sone ies they can ioe that the poor serv- enjoy water competition. Mr. Chandler advises us that he will en- 


: ‘ . A deavor to ascertain, before the next meeting, just how the inter- 
ice of the railroads in New England in years just past might mountain interests feel about an amendment which would permit 


be attributed to the unwise expansion of the New Haven sys- fourth section relief in instances of actual water competition. 
tem, in which there was, perhaps, a bit of grafting, not of the 


kind that sends the grafter to the penitentiary, but of the kind ANOTHER OVERCHARGE WARNING 


that violates the proprieties. A final warning to file overcharge claims with the Com- 

Coolidge Sets Economy Example.—The part of the country mission not later than December 7 has been — by J. = 
outside of Washington, perhaps, can hardly realize the buzzing porn ig ey No. 71 7” Rg Meg gy Boe me gel nin to 
President Coolidge started when it became known that he would Bue, . ‘ h h lai 
travel with his wife this week to Chicago in no greater state prior circulars on the subject . — t : a agg ere 
than that of many ordinary citizens. The President and his th nite ge ag Mt * som ices’ tin - deaers 
wife had a drawing room reserved for themselves in a@ com- . > a ~ oy ‘er “er Fi asa event members 
partment car on a regular train. The members of his entourage 6. eee Se ee oe ” bY 20 J 
took the remainder of the space in the car. It, therefore, in iy ba digo ny b scng ho e0 Rs eagle vPlreay- midi Pee Fy aan 
some aspects was a private car. Heretofore when the President In the latest aiveninn he said: , ; 
of the United States traveled it was usually in a special train. : 


The government, because Calvin Coolidge decided to travel on Several of our members have written us that it is their, under- 
a regular train, saved about $1,500. A special train would have ' standing that only straight overcharge c aims which accru etween 
pb ye sc $2,250 —, in a re aos car attached to a March 1, 1920, and December 7, 1921, must be filed with the Com- 

Pha ‘ g Ap & mission prior to December 7, 1924, in order to stay the statute of 
regular train cut the transportation bill to about $750. Con-  jjmitations, and that on overcharge claims which accrued after De- 
gress annually gives the President $25,000 to cover traveling er 7. 1931, Cy three year tae of "ey ag is _ 

; able. Prior to the enactment by Congress of S. which was sign 

pa Ba Ritagenan was begun about —— yours eae by the President June 7, 1924, and became effective on that date), 
just after President Roosevelt scared the railroads out of their the statute of limitations applying to straight overcharge claims was 








respondents on passes, by suggesting that he would send some duestion as to whether the three year statute of limitations, as pro- 
of tne railroad pty to oil ior ehaietton the anti-pass law vided for in S. 2704, applies on overcharge claims which accrued prior 


: aS : to the passage of that act. If there is any question about the ap- 
as he construed it, and as later the Commission construed it. plicability of the three year statute of limitations period applying to 
That allowance is large enough to cover the cost of special overcharge claims which accrued prior to June 7, 1924, we would 
trains. President Coolidge, however, thinks he should use as respectfully recommend to our members that they file with the Inter- 


: s : state Commerce Commission, prior to December 7, 1924, all straight 
little as possible of it. The chances are that the railroad he overcharge claims which accrued between March 1, 1920 and June 
favored with his patronage took steps to guard the course of 7, 1924. Members have nothing to lose, and possibly something to 


that train such as are usually taken when a Presidential special %2!"_by Pursuing this course. 


2 Prior to the passage of §. 2704, all overcharge claims, which ac- 
train is moving. It probably would have preferred giving a crued after March 1, 1920, were barred by the statute of limitations 
special train, even for the regular train fares, but the law, in two years. S. 2704 revived them. The condition of revival was 


. . filing them with the Interstate Commerce Commission, prior to De- 
strictly construed, would not have permitted it, although it cember 7, 1924. An overcharge claim, which accrued on June 7, 1922, 
might be argued that the railroad was entitled to handle its was undoubtedly barred by the statute of limitations on June 7, 1924, 
distinguished passenger in such way as it considered its own waieas =~ ey eee ~ # amatiene, provided in S., _ is 
interests dictated—that is, in such a way that the chances of Tétroactive. As this is a doubtful question we have purposely not 
injury to him would be cut to the minimum. Carrying the ae oa eit Gaal Soeunien Ser Se aan © oe i ceeties. 
President of the United States is regarded as a serious business namely: File all overcharge claims with the Interstate Commerce 
for any railroad. As operating men see it, they should be per- oe F ee ow 7, 1924, which accrued between March 
mitted to put all the safeguards around him they can think ° “As fre time within,” 

. : the, time within which to file these claims is very short we 
of regardless of tariff publications, the primary purpose of which urge ourAfiembers to give this subject their Saenethees attention. 
is to prevent unjust discrimination and undue prejudice as 
between competing business men. The President is not a com- 


between compotin not, & co EXPRESS RATE INJUNCTION\ 


Western and southern railroads have applied to a 


Bees! , district court at St. Paul for an injunction forbidding fhe en- 
NEW YORK SHIPPERS CONFERENC forcement of the Commission’s order requiring express class rates 
The Shippers’ Conference of Greater New York will hold\\to be reduced, not later than March 1, in the western, south- 


its next meeting in the rooms of the Merchants’ Association,\ ern, and mountain-Pacific groups, on the ground that the rates 
December 9. Subjects docketed for consideration are the would be confiscatory. Eastern roads are not parties to it be- 
Gooding bill, the report of the Eastern Trunk Line investiga- cause express rates in that part of the country were increased. 
tion, extension of credit beyond the 48 hour limit, and Rule 41 The complaining roads said there was no finding that the rates 
of Consolidated Classification. The conference has recom- were unreasonable and that the Commission had no power to 
mended to its members that all straight overcharge claims, ac- declare them unduly prejudicial, comparing one zone with an- 
crued between March 1, 1920, and June 7, 1924, be filed before other, in the absence of evidence showing undue prejudice to 
December 7. With respect to the Gooding bill, the members shippers or localities. 








practice of hauling public men and Washington newspaper cor- only two years. We are advised by our counsel that there is some” 
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CONTRACT REPARATION CASE 


A finding of unreasonableness, an Order to establish new 
rates not later than February 5 and a denial of reparation have 
peen made in No.14591, Board of County Commissioners, Craw- 
ford County, Kans., vs. St. Louis-San Francisco et al., mimeo- 
graphed, as to rates on broken stone or chatts, from Joplin, 
Webb City and Orongo, Mo., to destinations in Crawford County, 
Kansas, in the territory lying west of Springfield, as described 
in Memphis-Southwestern Investigation, 77 I. C. C. 473. The 
Commission found rates of 6.5 cents for hauls in excess of 60 
miles and 5 cents for hauls of less than 60 miles, unreasonable 
to the extent they exceeded 5 and 4 cents for distances more 
than 60 miles, but not in excess of 70, and for distances of less 
than 60 miles. 

Quoting Prairie Pipe Line Co., vs. Director-General, 88 I. C. C. 
167 in which it said the record disclosed no differences in 
transportation conditions which would warrant any different 
level or basis of rates for the future on iron pipe than that 
prescribed in the Memphis-Southwestern case, the Commission 
said the destinations under consideration in this case were in 
southeastern Kansas and then made the finding of unreason- 
ableness. 

The Missouri Pacific was the only defendant in this case 
after the hearing was begun. The complaint was withdrawn as 
against the Frisco and the Joplin & Pittsburg in consideration 
of the publication by them, of rates on chatts on the basis of 
the Kansas intrastate rates. The Kansas rate, stated in cents 
per net ton, is 80 cents for 60 miles and 90 cents up to 70 miles. 

Reparation was denied because the contractor, and not the 
complaining county, paid the freight charges. It was alleged 
that the contract between the contractor for the construction 
of roads, provided that the county should have the benefit of 
any decrease in freight rates. : 

A very similar situation, the Commission said, arose in 
Sloss-Sheffield Iron & Steel Co., vs. Louisville & Nashville, 40 
I.C.C. 738. In that case the Commission said that whatever 
might be the rights or equities of the consignors and the con- 
signees arising out of their contract as to variations in their 
agreed price for the commodity, dependent upon changes in the 
transportation rates, they presented no question cognizable by 
the Commission, dealing, as it did, with the legal, public ob- 
ligations of the carrier, which was a stranger to the private 
contract between consignor and consignee. 

As further fortification for the findin® that the complainant 
was not entitled to reparation on the shipments of road-building 
material, the Commission drew attention to its decision in In- 
ternational Coal Products Corporation vs. Director-General, 81 
I. C. C. 485 and 439. 


CEDAR REVISION FORBIDDEN 


A finding of non-justification has been made in a mimeo- 
graphed report on I. and §S. No. 2209, Lumber and Shingles from 
North Pacific Coast to Southern Points, as to joint rates on 
cedar lumber and shingles proposed by transcontinental car- 
riers. The revision would have brought both increases and re- 
ductions, the former predominating, the Commission said. It 
added that the joint rates would not reflect the lowest combi- 
nations now in effect. 

At the hearing, the Commission said, the witness for the 
transcontinental ‘carriers said the rates under suspension were 
those offered by the southeastern carriers at the time No. 13483, 
West Coast Lumbermens’ Association vs. Aberdeen & Rockfish 
et al. was heard. He added that the adjustment was entirely 
in the hands of the southeastern carriers. The latter, the Com- 
mission said, were not represented at the hearing and no evi- 
dence was offered in support of the suspended schedules. 

The Commission, apparently by way of answer to the alle- 
gation of the witness for the transcontinental carriers that the 
rates were those offered by the southeastern carriers at the 
hearing on No. 13483, said that when that docket was heard 
the southeastern carriers offered to publish a certain basis of 
joint rates which would not exceed the lowest combination. 

The finding of non-justification was without prejudice to 
the filing of new schedules in conformity with the offer, the 
Commission said was made by the southeastern carriers at the 
hearing in the formal docket case hereinbefore mentioned. 


ROUTE CLOSING FORBIDDEN 


The Commission, in a mimeographed report on I. and S. 
No. 2204, Peaches, Alabama, Georgia and Tennessee to Eastern 
points, has forbidden the Southern and the Central of Georgia 
Railway to close a route, so far as joint rates were concerned, 
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on peaches moving under the commodity rates, from points in 
Georgia and Alabama, and from Chattanooga, to trunk line, New 
England and Buffalo-Pittsburgh territories, the effect of which 
closing would be to bring in class rates. The tariffs proposing 
the cancellation of the route were filed to have become effective 
last August. They were suspended upon protest of the Georgia 
Peach Growers’ Exchange, until January 1. The origin terri- 
tory which would have been deprived of the joint commodity 
rates is on the Central of Georgia, Georgia, Florida & Alabama 
and Wrightsville & Tennille. 

Tariffs were filed by the Central of Georgia, unwillingly the 
Commission said, because the Southern revoked the concurrence 
under which the route was established. The Southern, in justi- 
fication of its action, contended that if compelled to remain 
a party to the arrangement, it would be compelled to short-haul 
itself and be deprived of one of the benefits of section 15 in 
that it would short haul itself from every point common to 
itself and the Central of Georgia; also on traffic from territory 
south of Macon, where the rails of the Georgia, Southern & 
Florida and the Central of Georgia parallel each other. The 
first mentioned is a Southern Railway property. The Southern’s 
witness also testified that the divisions to the Central of 
Georgia were larger than those to the Southern. 

The distribution of traffic by the Central of Georgia over 
three routes appears to have been the cause of dissatisfaction 
on the part of the Southern. At the beginning of the 1924 
season the Central said it would divide its traffic equally over 
three routes. The Southern, convinced the Commission, said 
that such a policy would be unsound both as to economy of 
operation and most satisfactory service asked the Central so 
to route its trade as to sent none over Route No. 1 to which it 
was a party. 

After stating a number of arguments made by the Southern 
the Commission said the real reason was that the Southern 
did not receive the bulk of the traffic. It said the vice president 
of the Southern, in charge of traffic frankly avowed, because 
of the Southern’s prominent part in the development of peach 
growing in Georgia on a commercial scale he felt warranted 
in the expectation that with the growth of the business con- 
centration of the peach traffic for moyement over the Southern 
would continue and that the Southern desired to withdraw 
from the traffic “unless the traffic is delivered to us in substan- 
tial volume; we are not prepared to concur in the division of 
this important traffic from this territory.” 

Peach shippers contended their industry needed as many 
available routes as possible for the movement of this extremely 
perishable commodity, because one or more routes might be 
closed in emergencies. 

The Commission said the Southern’s reliance upon the pro- 
vision of the law against short-hauling in justification of its 
proposed cancellation was without merit. It said that there 
would be no short-hauling from 43 of the 47 points involved. 

On that point in conclusion the Commission said: 


Furthermore, it is not proposed to cancel the application over 
route 1 of the higher joint class rates which would become applicable 
from the 4 points common to the Central and Southern; nor the joint 
commodity rates over route 1 on pears, grapes, and plums, in straight 
carloads or in mixed carloads with cantaloupes, from stations on the 
Central to points in trunk-line and New England territories, identical 
with those on peaches here under consideration; nor the joint com- 
modity rates from the Central’s stations via Atlanta and the Southern 
to Ohio River crossings and other destinations. ; 

Because of a disagreement between them as to the proper distri- 
bution of this peach traffic these respondents propose to deprive 
shippers of a practicable route maintained for many years, unless the 
shippers assume the responsibility of routing over that route and pay 
increased rates in many instances. This proceeding differs from the 
ordinary divisidns case only in that the Southern’s action is motivied 
by the desire to obtain greater revenues by an increased volume of 
traffic instead of by increased divisions. We have frequently found 
pe such disputes between carriers afford no justification for increased 
rates. 


GRAIN RATES HARMONIZED 


On further consideration in No. 14159, Helena Traffic Bu- 
reau et al. vs. Missouri Pacific et al., the- Commission, in a 
mimeographed report written by Commissioner Cox, has modi- 
fied the findings in the original report, 89 I..C. C. 405, so as to 
prevent the wrecking of part of a grain rate structure with 
which it dealt in that first report. The bad effect alleged 
would have flowed from two causes, the first a misapprehen- 
sion as to what was required pertaining to rates on grain and 
grain products, from Kansas City, from points in Kansas from 
which rates make on Kansas City combination and from points 
in Missouri from which rates are made with relation to Kansas 
City, to Helena, Ark. The second would have flowed from the 
making of rates in accord with the terms of the original findings 
on a foundation which was changed in the course of a general 
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readjustment in compliance with Arkansas Jobbers’ & Manu- 
facturers’ Association vs. Chicago, Rock Island & Pacific, 80 
I. C. C. 620. 

The changes are to be made with the assent of the com- 
plainants. They said they had no objection to the changes 
proposed by the Missouri Pacific. The Commission, therefore, 
complied with the request of the carrier principally interetsed. 

In the original report the Commission found that the main- 
tenance or participation in by the Missouri Pacific, over its 
west side route of rates on grain and products, from points in 
Kansas, from Kansas City, and from points in Missouri, from 
which rates based on Kansas City to Helena, more than 2.5 
cents on wheat and 1.5 cents on coarse grain higher, and from 
points in Nebraska and Iowa, and Missouri except St. Louis, 
from which rates based on St. Louis, to Helena, more than 
5 cents on wheat and 3.5 cents on coarse grains higher than 
the rates contemporaneously maintained to Memphis, was and 
for the future would be unduly prejudicial to Helena and un- 
duly preferential of Memphis. The Missouri Pacific requested 
and the Commission ordered that finding to be modified so as 
to read as follows: 


That the maintenance of or participation in by the Missouri 
Pacific over its west side route of rates on grain and grain products 
from ‘‘Kansas City, Mo., from points in Kansas from which the rates 
make on Kansas City combination, and from points in Missouri from 
which rates are made with relation to Kansas City,’’ to Helena more 
than 2.5 cents on wheat and 1.5 cents on coarse grains higher, and 
from points in Nebraska and Iowa, and Missouri except St. Louis, 
from which rates base on St. Louis, to Helena more than ‘6 cents” 
on wheat and “4.5 cents’ on coarse grains higher, than the rates 
contemporaneously maintained to Memphis, is, and for the future will 
be, unduly prejudicial to Helena and unduly preferential of Memphis. 


The words put within quotation marks indicate the changes. 
The change in the differentials over Memphis, as to grain from 
Iowa, Nebraska and Missouri, is one cent upward so as to make 
them correspond to the differentials created by compliance with 
the decision in 80 I. C. C. 620. 

As to the effect of the failure to include rates made on 
Kansas City combination, the Missouri Pacific said it would 
require reductions in rates from some points in Kansas from 
which rates were not made on the Kansas City combination. 
As to the differentials on grain from Iowa, Nebraska and Mis- 
souri, Commissioner Cox said they were those suggested by 
counsel for the Missouri Pacific and were understood to be the 
present differences between the proportional rates from Omaha 
to Memphis and Helena. The Missouri Pacific said that unless 
the finding on that point were changed as requested, the find- 
ing would require a reduction in the proportionals from Omaha 
to the former basis and have the effect of throwing them out 
of line with the readjustment made in compliance with the 
decision in 80 I. C. C. 620. 


SOUTHWESTERN MULE RATES 


A new structure of interstate rates on mules, horses, bur- 
ros and asses has been ordered in the southwest, to be estab- 
lished not later than February 20, to conform with commodity 
scale No. 12, in Memphis-Southwestern Investigation, 77 I. C. C. 
595, with what Commissioner Aitchison called slight modifica- 
tions. He said, in a mimeographed report on No. 12358, Texas 
Live Stock Shippers’ Protective League et al. vs. Director-Gen- 
eral, Abilene & Southern et al., Known as Horse and Mule 
Rates in the Southwest, 1924 (see Traffic World, November 29), 
that that scale appeared to afford a consistent and reasonable 
basis for the statement of reasonable rates applicable to the 
interstate shipment of horses and mules in the southwest, which 
would go far toward removing the unlawful prejudices and 
preferences in various rate situations which resulted from the 
applicable rate adjustment. 

That scale, stated in 100 mile block figures, is as follows: 


Rates are in cents per 100 pounds, first figure, single line rates; 
second figure, joint line rates. Distances: 100 miles, 24—27; 200 miles 
and over 190, 35—38; 300 miles and over 280, 44—46; 400 miles and 
over 380, 50—51; 500 miles and over 475, 56—57; 600 miles and over 


575, 61.5—61.5; 700 miles and over 675, 66—66; 800 miles and over 
a 900 miles and over 875, 74—74; 1,000 miles and over 975, 
(o——106. 


The Commission said the scale would give reasonable maxi- 
mum interstate rates in Kansas, Oklahoma, Arkansas, Texas 
common-point territory, including the Fort Worth-Dallas group 
and including points on and east of the line of the Fort Worth 
& Denver City north of Amarillo, Tex., that part of Louisiana 
west of the Mississippi River, that part of Missouri south of 
the Missouri River, that part of Colorado on and south of the 
lines of the Chicago, Rock Island & Pacific and the Union 
Pacific through Limon to Denver and on and east of the main 
line of the Colorado & Southern south of Denver, through 
Pueblo and Trinidad to the Colorado-New Mexico state line, and 
that part of New Mexico on and east of the line of the Colorado 
& Southern. 

The report further says that rates for distances in excess 
of 1,000 miles should be made on the basis of the scale ex- 
tended at the same rate of progression. It further says rates 
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prescribed in this report shall be subject to the same carloaq 
minimum weights as are published on horses and muleg in 
item No. 1685-A, supplement No. 14 of Agent A. C. Fonda’s 
Texas Lines’ Tariff I. C. C. No. 148. 

Commissioner Aitchison said that although the allegations 
in the complaints, massed for purposes of hearing and report, 
were sweeping in their extent, the evidence was confined prin. 
cipally to the rates between Fort Worth and points in Louisi- 
ana, Arkansas, Oklahoma, Missouri, Kansas, Colorado and New 
Mexico He said complainants introduced little evidence re- 
specting the intrastate rates, and, as the authorities of the 
states concerned were not notified of the proceedings, the re. 
port would be confined to the interstate rates. The cases coy- 
ered by the report, other than the leading one, were: 


No. 11018, Wichita Board of Commerce et al. vs. Director Gen- 
eral, as agent, Alexandria & Western Railway Company et al.; In- 
vestigation and Suspension Docket No. 1483, Horses and Mules from 
Kansas City, Mo., and Wichita, Kans., to New Orleans, La., Mem- 
phis, Tenn., and other points; No. 13001, Chamber of Commerce of 


-Kansas City, Mo., vs. Alexandria & Western Railway Company et al,; 


No. 13619, Ross Brothers Horse & Mule Company et al. vs. Union 

Pacific Railroad Company et al.; No. 13627, Burnett-Yount Horse & 

Mule Company et al. vs. Abilene & Southern Railway Company et 

sy —_ -_ of Fourth Section Application Nos. 461, 462, 621, 
an 4 


Commissioner Aitchison divided the cases into two classes, 
the leading one and Nos. 13619 and 13627, constituting the Fort 
Worth cases, and the others, except the investigation and sus- 
pension docket number and the fourth section applications, con- 
stituting the Wichita-Kansas City cases. The commissioner 
said the Fort Worth cases covered practically the entire south- 
west and some additional territory. The Wichita-Kansas City 
cases he described as covering principally points in Arkansas, 
Louisiana and Texas. He said they were directly related to 
the Fort Worth cases, although their territorial scope was 
narrower. 

The complainants in Nos. 12358 and 13619 alleged that since 
January 1, 1917, the rates between Fort Worth and points in 
southwestern and western territories had been and continued 
to be unreasonable, unjustly discriminatory, unduly prejudicial 
and in violation of the aggregate of intermediates part of the 
fourth section. 

They also alleged, said the commissioner, that the intrastate 
rates within and the lower interstate rates within and between 
Arkansas, Kansas, Louisiana, Oklahoma, New Mexico, Nebraska, 
Colorado and Arizona were unduly prejudicial to Fort Worth 
shippers and unduly preferential of shippers within those states. 
In No. 13627, the other Fort Worth case, the complainants 
attacked the rates since February 28, 1920, between points in 
Texas and points in the states of Louisiana, Arkansas, Okla- 
homa, Kansas, Missouri, Iowa, Illinois, Nebraska, Wyoming, 
Colorado, New Mexicog Arizona and California, also Memphis, 
Tenn., Vicksburg and Natchez, Miss., as being unreasonable, 
unjustly discriminatory, and unduly prejudicial. They also al- 
leged violations of the aggregate of intermediates provision 
and the long-and-short-haul clause. The complainants prayed 
for an order prescribing reasonable and non-prejudicial rates 
for the future and awarding -reparation. Subsequent to the 
filing of the original complaints several hundred other horse 
and mule dealers intervened in Nos. 12358 and 13627 to ask for 
reparation on shipments made since federal control, says the 
report. 

The report said the complainants contended that the class 
A rates to Fort Worth were unreasonable in comparison with 
lower northbound commodity rates; that the distance rates 
between Texas and Oklahoma were too high; that the com- 
bination basis of rates between Texas and points in Arizona, 
New Mexico and other western states was unreasonable; and 
that the adjustment throughout the southwest was unduly 
prejudicial to Fort Worth and unduly preferential of other 
markets. They contended that for distances under 500 miles 
the horse and mule rates should not exceed those under the 
Shreveport cattle scale by more than 15 per cent, and that for 
distances beyond 500 miles this difference should diminish so 
that over 800 miles they would be equal. 

The railroads, the report said, contended that live stock 
rates generally were too low and that rates on horses and 
mules, properly, should be higher than those on cattle, as the 
movement was light in comparison with eattle, and the 
value, per car, greater. They took the position that the north- 
bound rates from Fort Worth had been affected by the north- 
bound rates on cattle and were not the proper measure of 
rates southbound to the Fort Worth market. They proposed 
class B rates for the future. They opposed making rates on 
horses and mules 115 per cent of the rates on cattle, a solution 
which the Commission used in South Dakota R. R. Commis- 
sioners vs. C. & N. W., 77 I. C. C. 451, and Nebraska Live Stock 
Case, 89 I. C. C. 444. The complainants proposed a modifica- 
tion of the southwestern cattle scale prescribed by the Director- 
General, which, in turn, was based on one of the Shreveport 
cases. That one slightly modified the 1716 scale that has been 
used as the foundation for many other live stock and meat rates. 
The decision in this case will require the modification of 
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the reports in the Wichita-Kansas City cases. In 60 I. C. C. 
536; 69 I. C. C. 97 and 89 I. C. C. 22. 

In fourth section order No. 9059, the carriers were given 
permission to meet short line rates approved or prescribed, 
provided the aggregate of intermediates would not be exceeded. 
All other relief was denied as of February 20. 

The investigation and suspension docket case, heard as 
part of this one, was disposed of by a finding of non-justifica- 
tion, subject to an order to make rates in accordance with the 
scale. 


COKE RATE UNREASONABLE 


The Commission in a mimeographed report on No. 14675, 
Delta Beet Sugar Corporation vs. Director-General, and Colo- 
rado & Wyoming Company, found unreasonable a rate on coke 
and awarded reparation. The complaint alleged the rates on 
19 carloads of gas coke shipped between June 1, 1918, and July 
25, 1919, from Segundo, Colo., to Delta, Utah, were unjust, un- 
reasonable and unduly prejudicial. The Commission found the 
rates were unreasonable to the extent they exceeded 28.25 
cents prior to June 25, 1918, and 32 cents on and after that date. 


COOKING APPLIANCE RATES 


An order of dismissal has been made in No. 15334, Ruten- 
ber Electric Company vs. Cleveland, Cincinnati, Chicago & St. 
Louis, et al., mimeographed, as to rates on electrical heating 
and cooking appliances in carloads, in September and October, 
1921, from Marion, Ind., to San Francisco. The Commission 
found the assailed rates not unreasonable, unjustly discrimina- 
tory or unduly prejudicial. Two carloads of appliances were 
shipped. On a carload of electric radiators or heaters a third 
class rate of $4.20 was applied. The other shipment consisted 
of radiators, hot piates, toasters, warming shelves, ranges, etc. 
Third class was applied on the articles other than toasters and 
a first class rate of $5.835 was imposed.on the toasters. There 
was no carload rating on the toasters. The Commission said 
the rates were in accordance with the tariffs. It said the in- 
voice value of one car was $6,200 and the other about $9,200. 

Commissioner Campbell dissented. He thought a rate of 
$2.75 would have been ample and said that reparation should 
have been awarded to that basis. 


PETROLEUM CASE DISMISSED 


The Commission has dismissed No. 15531, J. M. Huber, Inc., 
vs. Central Railroad Company of New Jersey, et al., mimeo- 
graphed, on a finding that the rate assessed on petroleum in 
tank cars, from Bayonne, N. J., to the complainant’s plant in 
Brooklyn for the two years preceding the filing of the complaint 
on December 19, 1923, was not unreasonable or otherwise un- 
lawful. A commodity rate of 16 cents was applicable. The 
complainant instanced rates of 30 cents from Bayonne to Bos- 
ton, 19.5 cents from Philadelphia to Brooklyn, and 30.5 cents 
from Philadelphia to Portland, Me., for purposes of comparison. 


REPARATION ON OIL COKE 


A finding of unreasonableness and an award of reparation 
on petroleum coke from Casper, Wyo., to Delta, Utah, has been 
made in No. 14609, Delta Beet Sugar Corporation vs. Director- 
General, mimeographed, as to the applicable rate and charges 
thereunder. The complaint alleged that the rate on nine car- 
loads of petroleum coke, shipped in July, 1919, was unreason- 
able. Charges were collected at a commodity rate of 52.5 cents, 
a combination on Provo, Utah. The Commissior found that un- 
der the combination rule the applicable rate was 49 cents in 
accordance with the principle laid down in the Sligo Iron Store 
Company case. It found the applicable rate unreasonable to 
the extent it exceeded 32 cents and awarded reparation. 


SUSPENSION BOARD WORK 


The Trafic World Washington Bureau 


The Commission’s board on suspension at the end of No- 
vember probably handled as many cases requiring close scru- 
tiny as on any other day, if not more. It had before it sixteen 
matters requiring action on the part of the Commission before 
the end of the month if any of them were to receive final dis- 
position. The Commission voted to suspend the schedules in 
nine of the dockets on which the board had acted. The recom- 
mendations of the board, whether for or against suspension, 
are not made public. The final action of the Commission alone 
is given to the public. The notice to the public when the Com- 
mission votes to suspend is to the effect that the Commission 
has suspended such and such tariffs. When it votes not to 
suspend the fact is given to those who inquire, the assump- 
tion being that those having an interest in the matter will 
make inquiry. 

The suspensions voted at the end of the month cover trap 
or ferry car service switching, door and window casings, furni- 
ture, glucose, syrup and molasses, iron and steel articles, wire 
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fencing materials, empty tin cans, grain and grain products, 
lumber and forest products, 

Votes against suspension were cast on a proposal by car- 
riers serving Duluth, Superior and Itasca to impose a dockage 
and hanrling charge of three cents at those ports on grain and 
grain products received from or to be delivered to boats and 
carried to or from the ports on proportional rates. Protests 
against that proposal were made by Southern Minnesota Mills, 
Cream of Wheat Company and millers at the Twin Cities. 

The Commission also refused to suspend a proposal by the 
carriers serving those ports to eliminate grain products from 
the privileges of storage. The storage is one-half cent for each 
fifteen day period or fraction thereof. The milling interests 
of the northwest also protested against that proposal and asked 
for the suspension of tariffs filed by the Omaha and Soo lines. 

In I. and S. No. 2274, the Commission has suspended from 
November 30 until March 30 sckedules as published in supple- 
ment No. 8 to Tennessee Central I. C. C. No. B-31. The sus- 
pended schedules propose to cancel tariff provisions whereby 
trap or ferry cars aggregating 10,000 pounds or more of less- 
carload shipments are switched between industries located on 
or connecting with the tracks of the Tennessee Central Rail- 
way and the interchange tracks of the Louisville & Nashville 
Railroad, Nashville, Chattanooga & St. Louis Railway and the 
Nashville Interurban Railway at Nashville, Tenn., on which an 
interchange movement is involved, at a charge of $5.85 per 
car, thereby limiting such switching service at Nashville, Tenn., 
to carload traffic subject to carload minimum weights as pro- 
vided in the tariffs or classification governing the transporta- 
tion movement. 

In I. and S. No. 2275, the Commission has suspended from 
December 1 until March 31 schedules published in supplement 
No. 50 to Jones’ I. C. C. No. 1400. The suspended schedules 
propose to cancel the application of lumber rates on door and 
window casings, knocked down, with pulleys or other hard- 
ware, and to apply class rates which are higher. The follow- 
ing examples are illustrative: 


To Baltimore, Md., from Clinton, and Muscatine, Ia., present *39%; 
proposed, $63; Chicago, IIl., present, *38; proposed, $5344. To New 
York, N. Y., from Clinton and Muscatine, Ia., present, *42%4; pro- 
posed, t66; to Chicago, Ill., present, *41; proposed, $5644. 


* Present commodity rates applicable on door and window frames, 
K. D., with or without pulleys. + Proposed 5th class rates to apply 
on door and window frames, K. D., with pulleys . 


In I. and S. No. 2276, the Commission has suspended from 
December 1 and later dates until March 31 schedules as pub- 
lished in various tariffs issued by the Louisville & Nashville, 
the Norfolk & Western Railway and the Southern Railway 
and Cottrell, Glenn and Speiden. The suspended schedules 
propose to revise the rates on furniture, carloads, and less 
than carloads, from furniture producing points in Southern 
Classification territory to Buffalo, Pittsburgh, Eastern Trunk 
Line and New England territories which result generally in 
increases. The following is illustrative of the proposed changes: 


Furniture, carload and less-than-carload, rates in cents per 100 
pounds to New York, N. Y., from Atlanta, Ga., present, 84; proposed, 
113; from Chattanooga, Tenn., present 70%; proposed, 113; from High 
Point, N. C., present, 74; proposed, 93, all of which are carload rates. 
From Atlanta, Ga., present, 111; proposed, 128; Chattanooga, Tenn., 
present, 93; proposed, 128; High Point, N. C., present, 93; proposed 
105, are less-than-carload rates. 


In I. and S. No. 2277, the Commission has suspended from 
December 1 and later dates until March 31 schedules as pub- 
lished in the following tariffs: Supplement No. 30 to C. M. & 
St. P. I. C. GC. No. B-4833, supplement No. 21 to C. & N. W. 
I. C. C. No. 9003, supplement No. 14 to C. R. I. & P. 1. C C. 
No. C-11129, supplement No. 7 to Great Northern I. C. C. No. 
A-5970, supplement No. 7 to M. & St. L. I. C. C. No. B-520. 
The suspended schedules propose to increase the rates on glu- 
cose, syrup, molasses and related commodities, from Chicago, 
Ill., St. Louis, Mo., Clinton, Ia., and related points to points 
in South Dakota. The following is illustrative: 


From Chicago, Ill., to Aberdeen, S. D., present, 3914; proposed, 
4814; to Mitchell, S. D., present, 3914; proposed, 46. 


In I. and S. No. 2278, the Commission has suspended from 
December 1 until March 31 schedules published in supplement 
No. 3 to Leland’s I. C. C. No. 1710. The suspended schedule 
proposes to increase the rates on wire and nails in straight 
carloads or in mixed carloads with various other iron and steel 
articles from New Orleans, La., and related points to Eagle 
Pass, El Paso, and Laredo, Tex., when for export to Mexico. 
The following is illustrative: 


From New Orleans, La., to El Paso, Tex. (for export), present, 
wire and nails, straight or mixed carload, 31; proposed, wire and 
nails, straight carload, 60144; proposed, wire and nails in mixed car- 
load with other wire and steel articles, 70%. ao 

In I. and S. No. 2279, the Commission has suspended from 
December 1 until March 31 schedules as published in supple- 
ments Nos. 63 and 66 to Boyd’s I. C. C. No. A-1357. The sus- 
pended schedules propose to increase the rates on wire fencing 
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material from St. Louis, Mo., St. Paul, Minn., Peoria and Chi- 
cago, Ill., to various points in Kansas. The following state- 
ment of rates applicable from St. Louis, Mo., is illustrative: 


To Wichita, Kans., present, 61; proposed, 73. 


In I. and S. No. 2280, the Commission has suspended from 
December 1 and later dates until March 31 schedules con- 
tained in the following tariffs: 


Boyd, Sup. No. 10 to I. C. C. No. A-1469; Boyd, Sup. No. 11 to 
I. C. C. No. A-1469; Boyd, Sup. No. 10 to I. C. C. No. A-1471; Boyd, 
Sup. No. 3 to I. C. C. No. A-1494; Boyd, Sup. No. 4 to I. C. C. No. 
A-1494; Boyd, Sup. No. 2 to I C. C. No. A-1507; Jones, Sup. 10 to 
I. Cc. G. No. 1523; C. & N. W., Sup. No. 21 to I. C. C. No. 9137; 
C., M. & St. P., Sup. No. 24 to I. C. C. No. B-4872; M. St. P. & 
S. S. M., Sup. No. 4 to I. C. C. No. 5910. 


The suspended schedules propose to increase the carload 
rates on empty tin cans from points in Illinois to destinations 
in Michigan, Minnesota and Wisconsin. The following is illus- 
trative: 


From Chicago, Ill., to Eau Claire, Wis., present rate, 26, min. 
wt., 14,000; proposed rate, 33; min. wt., 20,000; Green Bay, Wis., 
present rate, 244%; min. wt. 14,000; proposed rate, 28; min. wt., 20,- 
000; Menominee, Mich., present rate, 291%; min. wt., 14,000; proposed 
rate, 32; min. wt., 20.000. 


In I. and S. No. 2281, the Commission has suspended from 
December 1 and later dates until March 31 scheduels contained 
in tariffs of Western Trunk Line carriers and E. B. Boyd, agent. 
The suspended schedules propose a general readjustment of 
rates on grain, grain products and feed from points in West- 
ern Trunk Line territory to the Mississippi River crossings, 
Memphis, Tenn., and south thereof, also interior southern points, 
which results generally in increases. The following statement 
of rates on wheat from Hastings, Neb., is illustrative: 


To Memphis, Tenn., present, 42; proposed, 444%; New Orleans, 
La., present, 5314; propfosed, 61%; Vicksburg, Miss., present, 5314; 
proposed, 58%. 


In I. and S. No. 2282, the Commission has suspended from 
December 1 until March 31 schedules as published in Canadian 
National Railways (lines east) I. C. C. No. E-191. The sus- 
pended schedules propose to increase the rates on lumber and 
other forest products, carloads, from stations on the Canadian 
National Railways and connections in Canada to points on the 
Lehigh & New England Railroad, when routed via the Lehigh 
Valley Railroad or the Central Railroad of New Jersey, re- 
sulting generally in increases of 3 cents per 100 pounds. The 


following statement of rates applicable to Bangor, Pa., is illus- 
trative: 


From Fraser, N. B., present, 43; proposed, 46; Halifax, N. S., pres- 
- 45.5; proposed, 48.5; Rivere du Loup, Que., present, 38; proposed, 


COMMISSION ORDERS 


The Commission’s proceeding in I. and S. No. 1563, live 
stock to, from and between points in the Southeast, has been 
reopened for further hearing on the question of the reasonable- 
ness of the joint-line rates under the agreed distance scales 


for application over lines under a common management and 
control. 


The Commission has modified its orders of June 13, 1922, 
and January 14, 1924, in No. 13413, in the matter of automatic 
train conrol devices, so as to permit the Galveston, Harris- 
burg & San Antonio Railway Company to install automatic 
train-stop or train-control devices upon those portions of its 
line between Rosenberg and Glidden, Tex., and between Glid- 
den and San Antonio, Tex., in lieu of the installations required 
in the orders of June 13, 1922, and January 14, 1924, respec- 
tively. 

The Commission has denied the petition of the Union Pa- 
cific and Oregon Short Line railroad companies asking for 
reopening of No. 13588, western coal rates, for reargument and 
reconsideration as to rates prescribed on lump coal from Rock 
Springs-Kemmerer district to Julesburg, Colo. 

The Indiana Bituminous Coal Operators’ Association and 
the West Kentucky Coal Bureau have each been authorized 
to intervene in No. 16340, Illinois Coal Traffic Bureau vs. Alton 
& Southern Railroad et al. 

The International Harvester Company and _ International 
Harvester Company of America have been permitted to inter- 
vene in No. 16369, Portland Traffic and Transportation Associa- 
tion et al. vs. O.-W. R. R. & Nav. Co. et al. 

The Southern Cypress Manufacturers’ Association has been 
permitted to intervene in No. 16383, Adams-Bank Lumber Com- 
pany et al. vs. Aberdeen & Rockfish Railroad et al. 

The Indiana Bituminous Coal Operators’ Association has 
been permitted to intervene in No. 16423, Illinois Third Vein 
Coal Company et al. vs. Illinois Central Railroad et al. 

The Commission has reopened its proceedings in No. 11018, 
Wichita Board of Commerce et al. vs. Director-General, A. & 
W. R. R. et al., for further consideration. 

The Humble Oil and Refining Company has been permitted 
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to intervene in No. 16190. The Texas Company vs. Abilene g 
Southern Ry. et al. 

The Oklahoma Portland Cement Company has been author. 
ized to intervene in No. 16327, Texas Portland Cement Company 
vs. Arkansas Western Ry. et al. 

The Public Utilities Commission of Kansas has been ay. 
thorized to intervene in No. 16341, Nebraska State Railway 
Company vs. Alexandria & Western Ry. et al. 

The Indiana Bituminous Coal Operators’ Association has 
ben permitted to intervene in No. 16398, Illinois Coal Traffic 
Bureau vs. Santa Fe et al. - 

The Ohio State Industrial Traffic League, East Side Manu- 
facturers’ Association, Peoria Association of Commerce, §t. 
Louis Independent Packing Company, Traffic Bureau Chamber 
of Commerce of La Crosse, Wis., Nebraska State Railway Com- 
mission, and Illinois Manufacturers’ Association have all been 
authorized to intervene in the proceedings in No. 16226, Omaha 
Chamber of Commerce Traffic Bureau, vs. Aberdeen & Rock- 
fish R. R. et al. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation Docket No. 396, in re tentative valua- 
tion of the properties of Wheeling & Lake Erie Railway Com- 
pany et al. 

Armour & Company has been permitted to intervene in No. 
16266, Sames, Moore & Company et al. vs. Santa Fe et al. 

The Texas & Southwestern Cattle Raisers’ Association has 
been authorized by the Commission to intervene in No. 16113, 
Oklahoma City Live Stock Exchange et al. vs. Santa Fe et al. 

The Millers’ National Federation has been permitted to in- 
tervene in No. 16207, Rumford Chemical Works et al. vs. N. Y. 
N. B. & H.R. BR. Gs al. 

The Easten Lime Manufacturers’ Traffic Bureau and Lime 
Industries of Virginia have been authorized to intervene in No. 
16278, Grangers Manufacturing Company vs. N. Y. C. R. R. et al. 

The Atlanta Union Stock Yards, Inc., has been permitted 
to intervene in No. 16285, White Provision Company vs. A. B. 
& A. Ry. et al. 


PEORIA SWITCHING PETITION 


The Trafic World Washington Bureau 


A petition for reargument and for a modification of-the 
report of the Commission in No. 14534, Rates, Regulations and 
Practices of the Peoria & Pekin Union and Connections at Pe- 
oria and Nearby Points, and cases joined with it, has been filed 
by M. M. Joyce and Donald Evans, attorneys for the Minne- 
apolis & St. Louis, the carrier which precipitated the contro- 
versies in the last two or three years that have come before 
the Commission in various phases, as to interchange of freight 
at Peoria. The petition backs up and adopts, in so far as ap- 
plicable, the petitions. and arguments of the Burlington and 
Rock Island, the west side lines which have objected to hav- 
ing, as they assert, their divisions reduced, without hearing 
on that point, in the manner they assert they will be reduced 
because of the Commission’s report and order in that case. 

The petition alleges that the report inaccurately reflects 
the record and suggests that, however widely the Commission 
may differ with the Minneapolis & St. Louis as to the legal pro- 
positions involved, it does not desire to make a report final 
which so “inaccurately reflects the record.” 

In one part of their petition, the attorneys said that a 
statement of a phase of the case made by the Commission not 
only did not find support in the record “but is in direct con- 
tradiction of it.” 

The gist of the case by the west side lines is that the ar- 
rangement between the east side lines and the Peoria & Pekin 
Union makes the latter their agent in the matter of interchange 
freight and that the west side lines, when they tender the 
freight to the Union line, tender the freight to the east side 
tenant lines and are under no obligation to pay the Union any- 
thing for services performed in the interchange of freight, but 
that if the report of the Commission is allowed to stand.they 
will have to pay something to the Union and that by whatever 
amount so paid, their divisions will be reduced, and that with- 
out hearing on that point. 


PETITIONS FOR REHEARING, ETC. 


John W. Eshelman & Sons have asked the Commission for 
permission to intervene in No. 11455, Manufacturers’ Associa- 
tion of York, Pa., vs. P. R. R. et al. and for further hearing 
therein in order that they may show cause why the finding 
and order should be changed or modified. 

The Chesapeake & Ohio Railway Company has asked the 
Commission to grant a rehearing in No. 14960, Freehold Lum- 
ber Company vs. C. & O. Ry. et al. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $4,515.82 is due the La Crosse & Southeastern Railway 
Company under section 204 of the transportation act. It fur- 
ther certified, however, that the carrier owed the government 
$556.74, and that the amount payable to the carrier was $3,959.08. 
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TARIFF INTERPRETATION CASE 


Examiner F. W. McM. Woodrow has recommended the dis- 
missal of No. 15649, Des Moines Saw Mill Company, Inc., vs. 
pirector-General, Chicago, Burlington & Quincy et al., and two 
sub-numbers in which the complainant named different groups 
of carriers. The allegation in the informal complaints, which 
stopped the running of the statute of limitations, was that 
designated shipments, intrastate in Iowa, of walnut logs to Des 
Moines were overcharged. Shipments from Illinois points were 
not mentioned in the informal complaints and Woodrow said 
they were barred. No violations of the first three sections, 
Woodrow said, were alleged. The complainant, the examiner 
said, admitted that issues under those sections were barred, 
leaving merely the interpretation of tariffs in issue. ‘ 

The contention was that the intention of the Director-Gen- 
eral was to increase the rates on logs only 25 per cent. The logs 
took the lump coal rates, because they were lower than the 
rates on logs set forth in the lumber tariff. Instead of applying 
only a twenty-five per cent increase to the rates on logs moving 
under the coal tariff provision, specifics were added. Woodrow 
said it might have been the intention of the Director-General 
to apply the 25 per cent increase, but that the logs, on June 24, 
1918, took the lump coal rates and they became the base for 
rates under General Order No. 28. He said the Commission 
should find that the applicable rates were assessed, and dismiss 
the complaints. 


-LOWER PENINSULA ADJUSTMENT 


New rates on-furnaces and furnace parts, in carloads, have 
been recommended by Examiner F. L. Sharp in No. 15146, Hol- 
land Furnace Company vs. Atchison, Topeka & Santa Fe et al., 
from Holland, Mich., to Chicago and Milwaukee. He said the 
Commission should find the existing rates unreasonable, award 
reparation, and order new ones. 

The complaint alleged the rates from Holland to Chicago, 
Milwaukee and certain points in Illinois and Indiana, taking 
Chicago rates, had been and were unreasonable, unjustly dis- 
criminatory and unduly prejudicial; also that the rates charged 
on shipments to Chicago, prior to October 3, 1921, were in 
violation of the long-and-short-haul provisions of the fourth 
section. : 

Holland is on the Pere Marquette. That carrier, the exam- 
iner pointed out, has a rail route from Holland to Chicago. of 
159 miles, and a car-feyry and rail route to Milwaukee, via 
Ludington, Mich., of 226 miles. The examiner said the Pere 
Marquette maintained joint rates to Milwaukee over its car- 
ferry route and the Chicago & North Western, the latter from 
Manitowoc, a distance of 265 miles, equal to the rates over its 
own route. Prior to June 3, 1923, it maintained joint rates to 
Milwaukee over its rails to Chicago and the Chicago & North 
Western beyond. These and a boat line route, the examiner 
said, were the only routes available to Chicago. He said it 
appeared the complainant little used the boat line. 

It developed at the hearing, said the. examiner, that the 
complainant desired a joint route and rate to Milwaukee over 
the Pere Marquette to Grand Haven, Mich., and the Grand 
Trunk beyond, a distance of only 108 miles, with reparation to 
that basis. The examiner said that the establishment of a 
route that would short haul the Pere Marquette was not in 
issue and that evidence on that point was not admitted. He 
Said the complainant undertook to show that the Pere Mar- 
quette route was circuitous and that it was entitled to rates 
that would be reasonable over the short route. He said it was 
obvious that the Commission had to prescribe reasonable rates 
over the route of movement and he limited his report to the 
routes of the Pere Marquette, as established by it. 


The complainant, according to the examiner, relied largely 
upon comparisons of the rates charged with the commodity 
rates from Detroit and Chicago. Holland has been on a parity 
with Detroit, a more distant point, to Chicago, since October, 
1921, and to Milwaukee, since January, 1923. Prior to that 
time fifth class was charged, with a lower commodity rate 
from Detroit to Chicago. The parity of rates, the complainant 
contended, deprived Holland of the advantage of its location. 
The earnings, the examiner said, on furnace tratfic from Ho)- 
land to Chicago, were higher than on furniture, although furni- 
ture took second class. 


Rates proposed by the complainant were about 80 and 72 
per cent of the commodity rates from Detroit, to Chicago and 
Milwaukee, respectively. The lower percentage to Milwaukee, 
it was shown, was obtained by the use of the short line mile- 
age over the Grand Trunk and Pere Marquette. 

The railroads undertook to justify the parity of rates as 
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between Holland and Detroit to Chicago and Milwaukee, on 
water competition and a supposed necessity to keep Chicago 
and Milwaukee on a parity so as to base rates for beyond, on 
them. They asserted that, but for water competition, Holland 
would now be taking fifth class, which would be a half cent 
higher than the commodity rates. , 

Water competition, the examiner said, was not shown to 
be a compelling factor. The water route from Detroit to Chi- 
cago, he says, is very circuitous through the straits of Mack- 
inac. The carriers showed a movement of 300,000 pounds of 
stoves and furnaces by water in 1923, or about twelve and one- 
half carloads. That amount, the examiner” said, appeared an 
almost negligible portion of the traffic in such commodities 
from Detroit. He said the traffic from Detroit was not shown 
but that the shipments from Holland alone amounted to 225 
carloads from one company. 

The examiner said that if the actual mileage from Holland 
to Chicago and Milwaukee had been used by the carriers when 
they revised their rates, after the decision in the Central 
Freight Association Class Rate case, the fifth class rates would 
have been 21 cents from Holland to Chicago and 24 cents to 
Milwaukee, 2.5 cents less than the present commodity rate 
from Holland to Chicago and one-half cent over the commodity 
rate, to Milwaukee. 

The examiner said the need for readjustment in the rates 
in question was obvious. He said the Zone B scale approved 
in the class rate case afforded an approved basis for revision. 
He said that the fifth class rate as prescribed for Zone B, for 
the Pere Marquette distance from Detroit to Chicago, subjected 
to increases and reductions since its prescription, would be 27 
cents. The effective rate is 27.5 cents. The existing commod- 
ity rate of 23.5 cents is 87 per cent of 27 cents. Applying that 
percentage to the distance would give an 18.5 cent rate from 
Holland, or exactly what the complainant proposed. The com- 
plainant, however, used the short line distance to Milwaukee, 
and obtained a rate from Holland to Milwaukee lower than the 
18.5 cent rate produced in the way indicated. 

Sharp said the Commission should find the rates charged 
on shipments over the single line routes of the Pere Marquette 
from Holland to Chicago and Milwaukee unreasonable and un- 
duly prejudicial to the extent they exceeded and exceed 87 .per 
cent of the fifth class rates prescribed for Zone B, for 160 and 
230 miles, respectively, as modified by the increase in 1920 and 
the reduction in 1922, and award reparation. He said that 
such a finding would not preclude reduction in the rate to Mil- 
waukee so as to equalize Chicago and Milwaukee for basing 
point purposes. 


EXAMINER RECOMMENDS REVERSAL 


Examiner C. W. Griffith, in a report on No. 13283, General 
Gas Light Company vs. Alabama Great Southern et al., on fur- 
ther hearing, said the Commission should modify its finding in 
the original report, 83 I. C. C. 361. He said it should now 
find that fourth class rating, applicable under the Consolidated 
Classification, on radiant fire heaters, in carloads, was and is 
not unreasonable or otherwise unlawful. “He said it should 
find that third class was applicable to less than carloads, direct 
refund of overcharges and dismiss the complaint. 

In the original report the Commission found fourth class 
on carloads unreasonable to the extent it exceeded fifth class, 
minimum 24,000 pounds. It said third class was applicable 
to less than carloads. 

On petition of the railroads the case was reopened. They 
said there were no fewer than 190 types of gas heaters, 41 of 
which were equipped with fire brick linings similar to the 
radiant fires. They suggested ratings based on the weight, the 
weight being governed largely by the weight of the fire brick 
linings. The examiner said that in this case the Commission 
was concerned only with the propriety of the ratings accorded 
to the heater of the complainant. He said no further evidence 
was submitted at the hearing to warrant any change in respect 
of third class on less than carloads. 

As to the radiant fire heaters in carloads, the examiner 
said the record did not present a sufficient justification for 
removing that kind of heater from the general description of 
heaters moving in carload quantities. 

The overcharges arose in instances where first class rates 
had been collected on less than carload shipments. 


OIL WELL SUPPLY RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. L. Gaddess in No. 
15772, Carter Oil Company vs. Chicago, Burlington & Quincy 
et al., as to the rates and charges on wrought iron pipe and 
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oil well supplies, on fourteen carloads of the commodities men- 
tioned, shipped between June 23, and September 15, 1922, from 
Walden, Colo., to Casper, Wyo. Eleven were carloads of pipe 
and the rest oil well supplies. Applicable fifth class rates were 
applied on the pipe and the applicable class A rate on the 
supplies. 

The shipment was made from Walden to Casper because 
the field at Walden did not turn out to be worth developing. 
The shipments originated on the Colorado, Wyoming & Eastern, 
a mountainous territory line, which, Gaddess said, had operating 
conditions so bad that half of the life of the road had been 
spent in the hands of receivers. He admitted that class rates 
usually were to be applied on occasional movements such as 
this, but also said the Commission, in several cases, had taken 
into consideration the fact that the class rates might have been 
unreasonable for application even under such conditions. The 
applicable fifth class combination applied on the pipe was 
$1.575, for a distance of 369 miles. The applicable class A 
combination on the oil well supplies was $1.655. The carriers 
5admitted the unreasonableness of the rates and suggested the 
Wyoming commission fifth class and class A rates as the basis 
for reparation. Joint rates for the distance, made in accord- 
ance with the Wyoming state scale would be $1.085 and $1.165. 
He said the Commission should find the rates applied were 
unreasonable to the extent they exceeded those mentioned and 
award reparation to that basis. Publication of rates on that 
basis was being undertaken by the Union Pacific, Gaddess said, 
at the time he was writing his report. 


WOOD FLOUR RATES 


A proposal to condemn the fifth class rate on wood flour 
from North Tonawanda, N. Y., to New York and: Philadelphia 
and points taking the same or related rates as unreasonable 
has been made by Examiner E. L. Gaddess, in No. 16063, Becker, 
Moore & Company, Inc., vs. New’ York Central et al. He said 
the Commission should find the fifth class rate of 32 cents, 
30,000 pounds minimum, unreasonable to the extent it exceeded 
or may exceed 23 cents, 36,000 pounds minimum. That finding, 
if made, will be in exact accord with the prayer in connection 
with a complaint alleging the rate to be unreasonable, the com- 
plainant expressing a willingness to have the minimum in- 
creased. The rate sought was the same as that on wood pulp 
from Niagara frontier points to the same destinations. 

The examiner said the methods of manufacture, physical 
characteristics and uses of wood flour, and the distinction be- 
tween wood flour and wood pulp had been set forth in a num- 
ber of reported and unreported cases, which he named. In 
some of them the Commission approved the fifth class rates and 
refused to apply the wood pulp rate basis, which is sixth class. 

Interventions were filed by a number of users of wood flour. 
The intervention petitions asked for reparation. The rail- 
roads contended the interventions should not have been allowed 
because, as they contended, they unduly broadened the issues, 
in that the complaint did not ask for reparation. Gaddess said 
that that contention was not sustained, quoting Investigation of 
Alleged Unreasonable Rates on Meats, 28 I. C. C., 332, as au- 
thority therefor. 

The examiner said reparation should be awarded Thomas 
A. Edison, Inc.,, Armstrong Cork Company and Nairn Linoleum 
Company, interveners, the date of the filing of the petitions of 
intervention to govern with respect to the limitation period. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice, but not unreasonableness. has 
been recommended by Examiner Morris H. Konigsberg, in No. 
15610, Farrel Foundry & Machine Company vs. Atlanta, Birm- 
ingham & Atlantic et al., as to rates on pig iron from Alabama, 
Kentucky and Tennessee to Ansonia, Conn. The complaint al- 
leged unjust, unreasonable and unjustly discriminatory rates. 
The Commission was asked to prescribe rates not in excess of 
those to Derby and Shelton, Conn., and award reparation. 

Konigsberg enumerated a lot of rates from the southern 
blast furnace points to the Connecticut destinations, pointing 
out that, in each instance the rates to Ansonia were 49 cents 
higher than those to Derby and Shelton, except from Johnson 
City, Tenn., from which the rates were 59 cents higher. He 
said the distance from Derby to Ansonia was a little more than 
two miles. 

The defendants defended the rates at Ansonia on the 
ground that the rates at the other points were sub-normal, hav- 
ing been made by combinations containing factors produced by 
water competition at the so-called eastern water competitive 
points. The examiner said the record showed that in 1904, when 
specific, north of Norfolk, Va., were first published, they were 
$2.25 to Derby and Shelton and $2.60 to Ansonia, the difference 
of 35 cents being for the purpose of covering the additional ex- 
pense of the haul from Derby dock to Ansonia because the lat- 
ter is not on a navigable stream. The 49 cent difference, he 
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said, was the 35 cent difference changed by the percentage 
changes in rates. 

The finding, if adopted, will permit the raising of the Derby 
and Shelton rates or the reduction in the Ansonia rates. The 
carriers said there was no actual water competition from either 
the Virginia or the more southerly furnaces. He said no dam- 
age was shown by reason of the undue prejudice and that rep- 
aration should be denied. 


FIRE BRICK REPARATION 


In a report on No. 15708, Walsh Fire Clay Products Cop. 
pany vs. Chicago & Alton, Examiner Paul O. Carter said the 
Commission should find unreasonable a rate of 33 cents chargeq 
on 37 carloads of fire brick, shipped from Vandalia, Mo., to 
Pearson, Ark., between February 3 and September 23, 1923, 
was unreasonable to the extent it exceeded 23.5 cents. The 
complainant sought reparation to the basis of a rate of 215 
cents checked in in compliance with the Commission’s deci- 
sion in Memphis-Southwestern Investigation, 77 I. C. C. 473. 
The whole number of shipments involved was 66. Charges 
were collected at rates of 33 cents prior to July 24, 1923, and 
23.5 cents thereafter, the lower rate having been checked in 
on July 24. On November 27, the present rate of 21.5 cents 
was published in compliance with the formal investigation de. 
cision. The examiner said the 33 cent rate yielded 10.9 mills 
on an average weight of 71,000 pounds, and that the average 
revenue on all traffic of the Missouri Pacific, one of the prin- 
cipal respondents, was 11.6 mills per ton-mile. 

The examiner said reparation to the basis of the 21.5 cent 
rate brought into effect by the formal general investigation 
case should be subject to the rule that in that case the Con- 
mission did not award any reparation. He said the 33 cent 
rate was too high in comparison with the 23.5 cent rate in effect 


to El Dorado, in the switching district of: which Pearson was 
placed in July, 1923. 


STATE RATES CONDEMNED 


In a report on No. 15598, Pensacola Chamber of Commerce 
vs. Louisville & Nashville et al., Examiner A. S. Worthington 
said the Commission should find the rates maintained by the 
defendants on iron and steel articles, in carloads, including 
cast iron pipe, from points in the Alabama iron district, to Pen- 
sacola, were and are unduly prejudicial and unjustly discrimi- 
natory to the extent they exceed the intrastate contemporane- 
ously applicable from the same points of origin, to Mobile. He 
said the Commission should order the removal of the unjust 
discrimination and undue prejudice. The complaint alleged the 
rates were unreasonable, unduly prejudicial to interstate com- 
merce, in violation of the first, third, thirteenth and fifteenth 
sections. 

The Alabama Public Service Commission and the Mobile 
Chamber of Commerce and the Business Men’s League of Mo- 
bile intervened in opposition to any increase in the Alabama 
rates. 

Complainant did not question the propriety of the inter- 
state increases in rates to Pensacola, its sole contention being 
that the rates to Pensacola should be no higher than the intra- 
state and interstate rates to Mobile. It said that in all in- 
stances, except two, the distances to Pensacola were less than 
to Mobile, from the points of origin. The railroads said there 
was no substantial difference in transportation conditions justi- 
fying any difference in rates to the two ports. They said their 
failure to increase the state rates to Mobile at the time the 
interstate rates were increased was due to the fact that under 
the Alabama statute no change might be made in the state 
rates without the approval of the Alabama commission and 
that there was insufficient time between June 13, 1923, the date 
of the fourth section order requiring removal of fourth section 
departures and July 1, 1923, the date the fourth section order 
became effective, to procure the consent of the Alabama com- 


mission. The examiner said the Commission should dispose of 
the case as follows: 


The commission should find that there are no conditions affect- 
ing intrastate transportation of the commodities concerned from 
the points of origin in question to Mobile which would justify the 
maintenance of lower rates to that point than those contemporane- 
ously applicable from these points of origin to Pensacola and that 
the present rates to Pensacola are not unreasonable. 

The commission should further find that the maintenance of 
higher rates to Pensacola than the intrastate rates contemporane- 
ously maintained to Mobile results and will result in undue pre- 
judice against Pensacola and undue preference in favor of Mobile 
and unjust discrimination against interstate commerce. The com- 
mission should further find that the undue prejudice and preference 
and unjust discrimination found to exist should be removed by 
making increases in said intrastate rates to correspond to the inter- 
state rates now in effect to Pensacola. 


OUTBOUND RATE UNREASONABLE 


A finding of unreasonableness as to the outbound rate and 
an award of reparation have been recommended by Examiner 
Bronson Jewell, in No. 14966, Conejos Co-operative Mills and 
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Manufacturing Company vs. Director-General, Denver & Rio 
Grande Western et al., as to the outbound rate on flour from 
Antonito, Colo., to Nashville, Tenn., via Memphis, the flour 
having been produced from wheat stopped at Antonito for mill- 
ing. The wheat originated at various points in Colorado and 
the flour was shipped out in December, 1919, and January and 
February, 1920. The complaint was that the rates were unjust, 
unreasonable and unduly prejudicial. 

Charges were assessed at combinations of $1.135, $1.235 and 
$1.36, depending upon the origin points of the wheat. In Feb- 
ruary, 1921, the carriers established joint rates of 76 cents from 
Durango to Cairo and 81.5 cents to Memphis, with milling in 
transit at Antonito and other directly intermediate points. 
Adding 12.5 cents as a factor from Cairo to Nashville, the 
Commission said, gave a rate of 88.5 cents, to which reparation 
was sought. 

The Commission said the complainant did not attack the 
reasonableness of a 12.5 cent factor from Hesperus to Durango 
or a like factor from Memphis to Nashville, but confined its 
comparisons to the constituent factors of the through rates, 
other than the two factors mentioned, with joint rates, with 
milling in transit, from Utah common points of 56 cents to 
Cairo and 60 cents to Memphis. — 

The Director-General contended the combination, from the 
points of origin, on the narrow gauge part of the Rio Grande, 
was reasonable and as made on the customary basis. The 
examiner said the earnings yielded did not appear excessive. 

Jewell said the retroactive application of a transit arrange- 
ment, except to remove undue prejudice, had been refused re- 
peatedly. No undue prejudice, he said, assuming the allega- 
tion of undue prejudice was not barred, as contended by the 
Director-General, was shown by the record. He said the mis- 
quotation of a rate resulting in the quotation of a wrong de- 
livered price, did not, of itself, afford a basis for reparation. 
He said the record did not justify a conclusion that the inbound 
rates on grain to Antonito were unreasonable. However, he 
said, the outbound rates on flour appeared too high in com- 
parison with other flour rates contemporaneously maintained 
for similar or greater distances, in the same general territory 
of origin. He said the Commission should find the rates on 
flour from Antonito to Nashville, via Memphis, were unreason- 
able to the extent they exceeded 72.5 cents and award repara- 
tion to that basis. 


TECHNICALITY VS. TECHNICALITY 


After disposing of two technicalities, Examiner Bronson 
Jewell, in a report on No. 14227, W. D. Corley vs. Director- 
General, has recommended a finding that a class D rate of $1.30 
per ton on coal, imposed on 227 carloads, shipped, between 
August 6 and December 28, 1918, from a mine near Colorado 
Springs into that city, was unreasonable to the extent it ex- 
ceeded 60 cents per ton. He recommended reparation to that 
basis. An allegation that the charges were in excess of the 
legally published rate was withdrawn at the hearing. 

The mine was at a point called Breed, a non-agency station 
on the Santa Fe, about 7.7 miles from Colorado Springs. Corley 
was in competition with mines about the same distances from 
Colorado Springs and some nearer. His mine was at the end 
of a spur for the construction of which he paid about $6,000, 
with the understanding that he was to be reimbursed for that 
expenditure at the rate of $3 per car. It was half a mile long. 

About three months before he started shipping Jewell said, 
he asked for rates on lump coal to points on the Santa Fe 
and later he was told that that had been done. When shipping 
time arrived, the report said, he discovered that only a rate of 
$1.10 to Denver had been established. He was told to start 
shipping with the assurance that when the rate to Colorado 
Springs was published, a refund would be made on prior ship- 
ments. In December the rate on slack to Colorado Springs 
was reduced to 60 cents but the rate on lump remained un- 
changed. Rates ranging from 50 to 80 cents were changed on 
shipments from competing mines on the Santa Fe and other 
roads, to Colorado Springs. He contended that a rate of 60 
cents from Pikeview, in view of the fact that he had paid for 
the spur, would have been reasonable and he averred that the 
rate in excess of 60 cents was unseasonable. 

The Director-General insisted that the rates mentioned by 
the complainant were less than maximum reasonable rates and 
were depressed by competition from a mine, on another rail- 
road, about 3.5 miles from Colorado Springs. In support of the 
contention that the 60 cent rate was less than a maximum 
reasonable rate, the Director-General cited the fact that in 
the Holmes & Hallowell case the Commission prescribed a rate 
of 80 cents for hauls up to thirty miles. He added that trans- 
portation conditions in Colorado were not as favorable as in 
the Holmes & Hallowell territory. 

_ The contest between technicalities arose over the conten- 
tion of the Director-General that the complaint was not filed 
within the statutory period because it was filed more than six 
months after the Commission had given notice that the claim 
could not be settled informally as by Corley’s request. The 
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examiner reviewed the facts relating to the informal complaint 
the central and controlling one was that the Commission, in 
giving notice, addressed its letter to “The Stark-Corley Coal 
and Teaming Company” apparently because Corley, in submit- 
ting his informal complaint has used stationery of that com- 
pany, of which he was president. The examiner, however, noted 
that the letter was written in the first person singular and 
signed simply W. D. Corley. The examiner said the coal company 
was the largest consignee and that it charged back to Corley the 
amounts it paid in freight. The formal complaint was filed 
about seven months after the Commission wrote its letter. 

Under the rule applicable to notices of inability to make 
informal settlement the Commission promises to notify “parties 
affected,” in writing. Corley admitted receiving the letter ad- 
dressed to the company. The Director-General contended that, 
the complainant having received the letter, the rule barred the 
formal complaint. The Director-General also produced a copy 
of a special docket application by the coal company signed by 
“W. D. Corley, its president” in which the company claimed to 
have paid the freight. The examiner said that that application 
had never been filed with the Commission. Corley said the 
application was signed at the insistence of an employee of the 
Director-General, without due consideration, if it was to be 
construed as meaning he did not pay the freight. 

Corley strenuously asserted that no notice of the withdrawal 
of the informal complaint was ever mailed to W. D. Corley; 
that the filing of the informal complaint stopped the running of 
the statute of limitations and that he only way in which it 
could again begin to run was for the informal complaint to be 
withdrawn, for the Commission to notify the complainant, in 
writing, of such withdrawal, and mail such notice to the com- 
plainant. It was that mailing, Corley contended, and not the 
receiving of the notice that would give the statute new 
momentum. 

Although conceding that his position was technical, the 
examiner said Corley contended the defense of the Director- 
General was also technical, and that, accordingly, he was en- 
titled to stand upon the language of the rule according to its 
usual and ordinary meaning, citing Helbig vs. Citizens Insurance 
Company, 848 N. E. 897 in support of his opposing a technicality 
with another technicality. 

Examiner Bronson said it was apparent that, for obvious 
reasons, the Commission unwittingly failed to notify complain- 
ant in accordance with a literal construction of its rule. The 
complaint, therefore, he said, was not barred and complainant 
was entitled to have the reasonableness of the transportation 
charges assessed, decided upon its merits, which is what he 
proposed when he recommended reparation down to a basis of 
60 cents a ton, after a finding that $1.30 was an unreasonable 
rate. 


NO DAMAGE SHOWN 


Dismissal of No. 15774, H-O Cereal Company vs. Atchison, 
Topeka & Santa Fe et al., has been recommended by Examiner 
P. F. Gault on a finding that rates on rolled oats, in carloads, 
from Buffalo, to various destinations in California, Nevada, Ore- 
gon, and Washington, between July 1, 1922, and March 6, 1923, 
were not unreasonable or unjustly discriminatory. He said the 
Commission should find the complainant was not damaged by 
any undue prejudice which might have existed. The complaint 
alleged that the rates on 85 carloads were unreasonable, un- 
justly discriminatory, unduly prejudicial and violative of the 
aggregate of intermediates part of the fourth section. 


Charges were collected, on shipments routed by the ship- 
per, prior to November 30, 1922, at a joint rate of $1.41 and 
those after that date, on a combination of $1.21, based on either 
Toledo or Detroit. 

Complainant’s case, the examiner said, was based on the fact 
that reductions were made from certain transcontinental groups 
west of Buffalo, whereas from group B, in which Buffalo is sit- 
uated, rates were not correspondingly reduced until after these 
shipments moved. 

The defendants pointed out that the changes in rates in 
the groups under consideration were induced or approved by 
the Commission in two decisions. The examiner said that the 
alternative application rule was in effect and that if any ship- 
ments were charged the joint rates when the combination made 
lower over the route of movement, an adjustment of over- 
charges should be made. He said that in that connection it 
would be well to recall that on the shipments after November 
30, 1922, the Toledo or Detroit combination was assessed, and 
not the joint rate. 

Much, the examiner said, was made of the wide spread in 
rates between group B and group D created by the reductions 
from D, and about the resulting disturbance in the pre-existing 
relationship. It was insisted, he said, that that resulted in 
marked disadvantage to the complainant. But he said that 
such evidence as questioned the propriety of the adjustment 
was indicative of undue prejudice rather than of disregard of 
other inhibitions of the act. He said the record fell far short 
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of establishing that the rates charged were excessive and un- 
reasonable for the service rendered. He said the record did 
not afford a basis for an award of reparation on that account. 
He said there was evidence of competition between the com- 
plainant and manufacturers at Cedar Rapids, Keokuk and Mil- 
waukee, but the record did not show that the competitors con- 
trolled the market and that the complainant was forced to meet 
prices fixed by them. The examiner said it was stated that one 
of the competitors made a reduction in the selling price of its 
product, in January, 1923, but he said it was not shown that 
this or other competitors of the complainant made any sales in 
the territory of destination. He said it did not appear that the 
complainant lost any sales on account of the rate disparity un- 
der assault. The inference, he said, was the other way, since 
it was testified for complainant that complainant was recog- 
nized in this territory as the leader in the rolled-oats market 
and that its business, in the last three years, had been increas- 
ing. Gault said the complainant’s evidence showed neither the 
fact nor the amount of damage sustained by reason of any un- 
due prejudice that might have existed and there was no evi- 
dence of unjust discrimination. 


FRUIT AND VEGETABLE CASE 


A finding of unreasonableness, and an award of reparation 
have been recommended by Examiner P. F. Gault, in No. 15846, 
Amicon Fruit Company vs. Norfolk & Western et al., as to rates 
on apples, in carloads, from Charles Town, W. Va., to Williamson, 
W. Va., over an interstate route; on kale, in carloads and 
less than carloads, from Norfolk, Va., and on potatoes and 
cabbage, in carloads, from Norfolk and Suffolk, Va., to William- 
son. He said the fourth section departures considered in con- 
nection with the case should be found to have been removed. 
The report also covers three sub-numbers, Same vs. Same. The 
shipments were made between June 20, 1922, and January 15, 
1924. 

Gault said the Commission should find the rates assailed 
were unreasonable, to the extent they exceeded the following: 
Apples, 43.5 cents; potatoes and cabbage, 40.5 cents, and on kale, 
in carloads, 48 cents and less than carloads, 106.5. The carrier 
contended that the rates were depressed and less than justified 
by transportation conditions on the Shenandoah branch of the 
Norfolk & Western. Gault said the contention lost much of its 
force when an examination of the record disclosed that the 
Norfolk & Western had failed to produce convincing comparisons 
disclosing the depressed character of the rates. 


FUEL OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended in No. 15811, E. D. Tyner Construc- 
tion Company vs. Union Pacific, by Examiner H. W. Johnson, as 
to a rate of 47 cents and the charges accruing thereunder, on 
fuel oil, from Kansas City to Kearney, Neb. Johnson said the 
Commission should find the rate, applied on traffic that moved 
in May and June, 1923, was unreasonable to the extent it 
exceeded 34.5 cents, a rate established July 1, 1922. The Union 
Pacific said the rate was reduced from mid-continent refining 
points on representation from mid-continent refiners that a 
lower rate was needed to enable them to meet competition 
from the Wyoming fields. It protested against an award of 
reparation on a state of facts such as that. The examiner, 
however, pointed out that the 47 cent rate, for a haul of 385 


miles, yielded 24.4 mills and the subsequent rate 17.9 mills per 
ton-mile. 


SUGAR BEET REPARATION 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner Bronson Jewell in No. 14973, 
Utah-Idaho Sugar Co. vs. Director-General, as to a rate of 71.5 
cents on nine carloads of sugar beets shipped from Talent, Ore., 
to Toppenish, Wash., in November and December, 1919, to the 
extent it exceeded 20 cents. The complaint alleged the rate 
was unreasonable to the extent the examiner said it should be 
found in violation of law. A 20-cent rate was in effect, limited 
to expire December 31, 1918, from Talent to Sunnyside and 
Yakima, Wash. Toppenish, the examiner said, was intermediate 
between those points. The Director-General said the shipments 
were sporadic and emergency shipments and that the rate of 
71.5 cents was reasonable for such a movement. The examiner 
said that considering the low level of sugar beet rates and that 
the defendant had previously established a rate of 20 cents to 
within a few miles of the complainant’s factory the higher rate 
was clearly excessive. He said that even where the movement 
was of a temporary character the shipper was entitled to a 
just and reasonable rate consistent with those charged others 


on like shipments and one that would meet the usual tests of 
reasonableness. 


ZINC DROSS RATES 
In a report on No. 15752, B. Lissberger & Company vs. 
Chesapeake & Ohio et al., under the shortened procedure, Ex- 
aminer P. F. Gault said the Commission should find charges on 
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zinc dross, from Middletown and Cincinnati, O., and Ashlang 
Ky., to Newport News, Va., shipped between January 19 and 
September 28, 1922, not unreasonable, but that the charges oy 
like traffic from New York to Newport News were unreasonable 
and award reparation. 

The examiner said the case was based upon the Commis. 
sion’s decision in Issberger & Co. vg. Pennsylvania, 78 I. C. ¢ 
645, in which the interstate rates on zinc dross, zine ashes, zing 
skimmings and sal-ammoniac skimmings in various states jp 
Official Classification territory were found unreasonable io the 
extent they exceeded 85 per cent of sixth class, except in ip. 
stances where there were lower commodity rates on zinc, and 
then to the extent the rates exceeded those on the by-products, 
He said that, except in one instance of an overcharge on a ship. 
ment from Middletown, the rates on dross were in accordance 
with that rule, from Cincinnati and Middletown. 

As to shipments from New York to Newport News, he said 
the rate of $9.20 per ton, not explained, was greater than would 
have resulted from the application of the rule. He said the 
contemporaneous class rate was 35.5 cents and that by appii- 
cation of the rule the proper rate would have been 30 cents per 


100 pounds. He said reparation should be awarded to that 
basis. 


COMBINATIONS APPLICABLE 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner P. F. Gault, in No. 15699, Clark 
Equipment Company vs. Chicago, Burlington & Quincy et al. 
as to rates and charges on molding sand, applied on shipments 
between January 26, 1918 and February 25, 1919, from Ottawa 
and Utica, Ill., to Buchanan, Mich., to the extent the joint com. 
modity rates exceeded the aggregate of intermediates. The 
examiner said the rates were not unreasonable except in the 
disregard of the aggregates. The rates found unreasonable 
were $1.80 and $1.55 per short ton.” He said the proper rates 
were $1.21 and $1.06 on shipments he designated. 





PETROLEUM PRODUCTS REPARATION 


Examiner Bronson Jewell, in No. 15086, Continental Oil 
Company vs. Director-General said the Commission should find 
unreasonable a rate of 75.5 cents on 18 carloads of petroleum 
products shipped between June 24, 1918 and September 18, 1919, 
in tank cars, from Greybull, Wyo., to Belgrade, Mont., to the 
extent it exceeded 64.5 and award reparation by authorizing 
the waiving of undercharges outstanding. The complaint was 
that the rate was unreasonable and unduly prejudicial to the 
extent it exceeded rates contemporaneously applicable to con- 
tiguous points and subsequently established from Greybull. 


CATTLE CASE DISMISSED 


Examiner John C. Donally has advised the Commission to 
dismiss No. 14917, Chicago Live Stock Exchange vs. Director- 
General, Canadian Pacific et al., on a finding that rates charged 
on 70 carloads of cattle, shipped between October 30, and No- 
vember 15, 1919, from Edmonton and Patricia, Can., to South 
St. Paul and New Brighton, Minn., and then reshipped to Chi- 
cago, were applicable. It was alleged the shipments were 
overcharged five cents per 100 pounds. Full combination was 
collected. The cattle were shipped at a time when the Canadian 
Pacific was accepting cattle only for shipment to St. Paui 
points, assigning difficulty in getting back its cars as reason 
for refusing shipments beyond St. Paul. The examiner said 
the combination rule did not apply and the Sligo case could 
not be used, although invoked by the complainant. 


LOUISIANA CABBAGE CASE 

Examiner Frank M. Weaver, in a report on No. 15794, Sugar 
Brothers Company, Ltd., et al.. vs. Yazoo &. Mississippi Valley 
et al., said the Commission should find the combination rate 
of 65 cents on four carloads of cabbage, shipped in December, 
1922 and January, 1923, from St. Francisville, La., to Monroe, 
La., over an interstate route, was unreasonable to the extent 
it exceeded 50 cents and award reparation. The report also 
covers a sub-number, F. Strauss & Son vs. Same. The ex- 
aminer found one car that had been undercharged half a cent. 


FOURTH SECTION VIOLATED 


In a report on No. 15385, Wood Curtis Company et al. vs. 
Northern Pacific et al., and No. 15633, Jacobs, Malcolm & Burtt 
et al. vs. Northern Pacific et al., Examiner Warren H. Wagner 
has proposed the Commission shall find rates on potatoes, in 
carloads, from points in the Yakima Valley, Washington, to 
destinations in California, such as San Francisco, Oakland, 
Sacramento, Red Bluff and Oroville, unduly prejudicial and vio- 
lative of the fourth section, but not otherwise unlawful. He 
said that on account of insufficient proof of damage, reparation 
should be denied. Reparation and rates for the future, the ex- 
aminer said, were sought. The present applicable rates, the 
report says, range from 55.5 to 67 cents. They are combina- 
tions on Portland, of commodity rates from main-line points on 
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the Northern Pacific of 20 cents and from branch-line points, 
and from 24.5 to 27 cents, plus the commodity rates of from 
35.5 to 47 cents beyond. The complainants are dealers. In dis- 
posing of the case the examiner said: 


The principal field of production of potatoes in the state of 
Washington is in the Yakima Valley. Potatoes, from the Spokane 
territory are almost identical in quality with those from the Yakima 
Valley. ‘The production in the Spokane territory is inadequate to 
supply the market. Complainants and their competitors purchase 
potatoes in the same territories and pay the same freight rates. 
There are occasions when complainants’ shipments come from the 
Yakima Valley and their competitors receive potatoes from Spokane, 
and thereby enjoy the lower basis of rates therefrom. To this ex- 
tent a prejudicial situation exists. 

The Commission should find that the rates assailed are unduly 
prejudicial to the extent that the factor south of Portland exceeds 
the contemporaneous proportional Class C rate; and are violative 
of the fourth section of the interstate commerce act as amended by 
the transportation act, 1920; in so far as the rates from the inter- 
mediate Yakima Valley main line points for hauls not longer than 
that of the direct line from the competitive points exceed the rates 
from the competitive points. 

Defendants should be afforded a reasonable time within which 
to correct this situation. If they fail to do so upon notice from 
complainants the Commission should consider the entry of an order. 

Because of insufficient proof of damage, reparation should be 
denied. 


RAIL-AND-WATER CASE 


Examiner Alfred S. Knowlton has recommended the dismis- 
sal of No. 15970, Detroit and Cleveland Navigation Company vs. 
Michigan Central et al., on a finding that the establishment of 
through routes and joint rates on a differential basis on rail- 
and-water traffic from the lower peninsula of Michigan, via De- 
troit to Cleveland and Buffalo was not necessary in the public 
interest and that the failure of the defendant rail lines to estab- 
lish such routes and rates was not unjustly discriminatory or 
unduly prejudicial, as alleged by the boat line complaint. The 
prayer was for an order requiring the establishment of rates on 
the differential basis. 


In filing the complaint the boat line tried to re-establish a 
basis that the examiner said was in effect for about 25 years 
prior to the world war. He said that differentials under the 
all-rail rates, of two cents on the first three classes and one 
cent on the last three classes were in effect to Cleveland, and 
of three cents on the first three classes, two cents on fourth and 
one cent on the other two classes to Buffalo. 


The differential basis was abolished in war time. The 
basis in the reverse direction, the examiner said, was restored. 
The railroads said they were not consulted when the differ- 
entials were restored and that if they had been they would have 
opposed restoration. They added that if discrimination were 
found in this case they would remove it by withdrawing the 
rates now in effect. The boat line, Knowlton said, had made 
repeated efforts to have the differential rates restored on ship- 
ments moving east but that the Central Freight Association 
and the Michigan Traffic Committee opposed such restoration 
and advised the boat line that its more expeditious service en- 
abled it to compete with the rail lines without the help of a 
differential adjustment. Joint rates are in effect to the east, he 
Says, and shippers have the choice of all-rail or rail-and-water 
movement. When the boat line is used the boat and rail line 
share the transfer charge. The boat line was of the opinion 
that the rail service had advantages, in the matter of terminals, 
that made it superior to the rail-and-water service and that, 
therefore, the boats needed a differential. In discussing the 
case, Knowlton said: 


In the interest of complainant, representatives of firms through- 
out the originating territory appeared at the hearing and testified 
that they would use the boat line if the differential basis were estab- 
lished or if lower rates were made effective. Because of the small 
amount of the differential, which on first class would only amount 
to 3 cents per 100 pounds, or 60 cents per ton, and the fact that 
each shipper appearing would only ship from a few tons to possibly 
200 tons per season, the financial consideration of the differential is 
a very insignificant amount as far as an individual shipper is con- 
cerned, although it would be an argument in securing business for 
complainant. Representatives of various chambers of commerce 
appeared and showed that shippers in their various cities were inter- 
ested in having the differential restored. 

Defendants are amply able to handle all the traffic offered. The 
traffic which could be given to boat lines moves during the dull sea- 
son when the railroads have additional capacity which they are 
anxious to use. At present the Michigan Central, as illustrative, 
does not have enough traffic to operate through cars between Grand 
Rapids and Cleveland, although it is willing to do so Approxi- 
mately 70 per cent of this traffic now moves over the Detroit & Cleve- 
land Navigation Company’s lines because the time by boat is quicker 
than by rail. Through cars are operated to Buffalo, but the diver- 
sion of any of_the traffic to boat lines would require holding traffic 
a longer period*to make up adequate loads. Michigan rail lines are 
in a position either to haul the business offered directly over their 
own lines and parent lines or have arrangements in effect with other 
lines whereby adequate service is maintained. For the Pere Mar- 
quette it is shown that, although it maintains both all-rai] and rail- 
and-water rates to Cleveland, it gets a longer haul if the traffic 
moves over is rails as far as Toledo. The Pere Marquette has its 
own line to Buffalo. 

Some of the carriers, especially the Pere Marquette, are fearful 
that if differentials are established the case will be used as a prece- 
dent to force the establishment of differentials on Lake Michigan 
from Michigan points to Chicago and Milwaukee. Their financial 
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interest in this case is small but the results might be far reaching 
and considerable. 

A distinction is drawn between the eastbound and westbound 
movements. Traffic from Michigan originates on the lines of defend- 
ant rail carriers, while westbound traffic, which now has a differen- 
tial, originates on the boat line and is traffic which the carriers are 
glad to secure at Detroit. In the reverse direction it amounts to 
the rail carriers shorthauling themselves, which they do not feel 
called upon to do. 

It is true that in White Star Line vs. N. Y. C. R. R. Co. et al., 
83 I. C. C. 473, differentials were established on water and rail traffic 
out of Port Huron and Detroit into central territory, but that deci- 
sion rested entirely on the theory of undue prejudice and preference, 
differential rates already being in effect over other boat lines con- 
ducting similar operations. There is no undue prejudice in the 
present case. 

The expressed policy of Congress is to promote, encourage and 
develop water transportation service and facilities in connection 
with the commerce of the United States. A discussion of that pol- 
icy is found in U. S. War Department vs. A. & S. Ry. Co., 77 I. 
Cc. C. 317, and need not be repeated here except to note two gen- 
eral principles outlined in that division. First, that as a gen- 
eral basic principle it is fair that the rail lines should receive the 
same revenue as they would receive if the traffic moved all rail 
through the same gateway. The second is a principle with reference 
to differentials stated, as follows: 

“So long as the barge line bears the burden of the differential 
and does not seek to impose it, in whole or in part, upon the rail 
lines, it may be given considerable latitude in fixing the amount; 
and under the principles which we have outlined for the fixing of 
divisions the burden of the differential would, in our opinion, be 
borne by the barge line.’’ 

Divisions were not gone into but complainant indicates that it 
can handle traffic more cheaply than defendants. There has been 
no showing that the present rates and divisions are unreasonable 
or unremunerative. Should complainant be willing to absorb the 
differentials out of its share of the present divisions, the defend- 
ants, in accordance with the principles set forth above, should not 
refuse to join in such an arrangement. | 

It does not appear that a real public interest is involved. The 
interest of the shippers seems to be in securing a lower rate’ re- 
gardless of the method. The routes are now open and the service, 
either all-rail or rail-and-water, is adequate. Differentials in effect 
in the opposite direction under conditions that are inherently dis- 
similar are not unjust or unduly prejudicial or preferential. 

The Commission should find that upon this record the establish- 
ment of rates on a differential basis between complainant and de- 
fendant is not unjustly discriminatory, unduly preferential or preju- 
dicial nor necessary in the public interest. The complaint should 
be dismissed. 


OLD ROAD BECOMES OBSOLETE 


A part of an old railroad, one built in 1852, will be aban- 
doned if the Commission adopts a recommendation made by 
Examiner H. C. Davis, in finance docket No. 3396, abandon- 
ment of branch line by Delaware & Hudson. The part marked 
for destruction is that known as the Mooers branch, extending 
from the main line of the Delaware & Hudson at Canada Junc- 
tion to the boundary line between Canada and New York, 
12.76 miles long. What is now known as the Mooers branch, 
in 1852, was part of the main line from Plattsburg, N. Y., to 
Montreal. When the line was built to Rouse’s Point from the 
point now known as Canada Junction it eliminated the neces- 
sity for using the Mooers branche and part of the Rutland 
railroad, the latter controlled by the New York Central, be- 
cause the line to Rouse’s Point connected with a line that had 
been built south from Montreal over the Victoria bridge. The 
two formed the base of a triangle, obviating the use of the 
sides of the triangle, one of which required the use of a ferry 
across the St. Lawrence. The building to and from Rouse’s 
Point, the examiner said, eliminated the necessity for use of 
the Rutland trackage and converted the Mooers branch from 
a link in the main line to a comparatively unimportant branch 
line. 

The examiner said that Sciota, a village of 150 people, was 
the only station on the line that would be deprived of railroad 
service if the branch were abandoned. However, he said, 
Sciota had truck and bus service for freight and passengers, 
better than the one mixed train per day over the branch line 
except in the three months of the winter, when heavy 
snow interrupted such service. He said, however, horse-drawn 
sleighs could be used. The mixed train operates from Platts- 
burg to Hemmingford, the latter three miles beyond the bound- 
ary line on the Canadian National. 

Total system and local revenues in the year ended June 30, 
1923, the examiner said, were only $26,038 and operating ex- 
penses $33,369. Sciota and Clinton county objected and were 
supported by Mooers and Plattsburg, in part. 





LOS ANGELES STATION REPORT 


In a proposed report on No. 14778, City of Los Angeles vs. 
Los. Angeles & Salt Lake et al., finance docket No. 3556, appli- 
cation of the Southern Pacific Company and the Southern Pacific 
Railroad Company for a certificate of public convenience and 
necessity, and finance docket No. 3559, the application of the 
Southern Pacific and the Los Angeles & Salt Lake for a cer- 
tificate of public convenience and necessity, collectively known 
as the Los Angeles Passenger Terminal Cases, Examiner 
Joseph F. Eshelman said the Commission should issue a cer- 
tificate authorizing the Southern Pacific to abandon its passen- 
ger and freight service, except industrial switching service, 
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and certain parts of its main line, on Alameda street, Los 
Angeles. 

At this time, he said the Commission should find, public 
convenience and necessity did not require the construction and 
extension, by the Southern Pacific and the Los Angeles & Salt 
Lake of new and existing lines of railroad as described in the 
application and that, therefore, the application should be denied. 

A third finding recommended by him was that the present 
and future convenience and necessity had not been shown, at 
this time, to require the construction, within a defined area, 
in the vicinity of the Plaza, in Los Angeles, of a union passen- 
ger terminal and facilities. He said the Commission should 
hold open, for 120 days, the record in the formal docket case, 
for its consolidation with any applications the railroads might 
make for certificates of public convenience and necessity author- 
izing the construction of union passenger terminals in Los 
Angeles. 

The examiner’s report is in sympathy with the desire of 
Los Angeles to obtain a union station but, in his recommenda- 
tions he advises the Commission to say “this Commission is 
not authorized to require the contruction of a passenger ter- 
minal as here sought by complainant, though its certificate 
would be necessary therefor.” He said the record should be 
held open for 120 days to enable the railroads to confer with 
a view to coming to an understanding as to whether they want 
to build a union passenger station on the Plaza or want to pick 
out a site somewhere else and apply for the appropriate cer- 
tificates of convenience and necessity. 

Between the lines the examiner frowns on the proposal 
of the Southern Pacific and the Salt Lake to build a joint 
station. He says the cost to the railroads to have two stations, 
one for the Santa Fe and the other for the Southern Pacific 
and the Salt Lake would be just as great as the cost of a union 
station, or greater, and the public convenience would not be 
served as well by two as by one station. By holding open the 
record in the formal docket case filed by Los Angeles, the 
Commission will be in a position, hereafter, either to authorize 
the construction of a union station where the city desires 
it or on a site suggested by the three railroads. 

The city, by its formal complaint, tried to obtain orders 
requiring the railroads to construct, maintain and operate a 
union passenger station within the defined Plaza area which the 
city is making the civic center; to abandon main-line freight 
and passenger service, except local freight switching along a 
part of Alameda street; to abandon and eliminate grade cross- 
ings in the city; and to construct or acquire structures, such 
tracks and facilities, as might be reasonably necessary and 
incidental as a part of the general scheme. The main desire 
was to eliminate grade crossings. 

The Southern Pacific and the Salt Lake roads asked for 
authority to reconstruct the Southern Pacifie’s passenger station 
so as to allow of its joint use by the two roads and so as to 
permit the removal of the Southern Pacific passenger and 
freight trains, except local industrial switching, from Alameda 
street, as desired by the city. 

The first move toward a joint passenger terminal of the 
kind desired was taken before the California commission but 
the supreme court of California said that that body had not the 
power, especially since the enactment of the convenience and 
necessity parts of the interstate commerce act and the United 
States Supreme Court held that contention the last word on 
the law phase being uttered in Railroad Commission vs. 
Southern Pacific, 264 U. S. 331. The finance docket cases were 
filed after the law questions had been settled and the formal 
and finance docket cases were consolidated for hearing and dis- 
position. The plan for a joint station of the Southern Pacific 
and the Salt Lake was known as the Arcade plan. The city’s 
plan for a union station was known as the Plaza plan. The 


examiner said the Commission should dispose of the matter by 
saying: 


The Arcade plan as presented by applicants, if effectuated, would 
result in several disadvantages and inconveniences to the public. 
Some of these would be removed if the Santa Fe were to join under 
proper arrangements in the use of the station. The smaller total 
investment under the Plaza plan than under plans which make use 
of the Arcade site either as a joint or union station would be an 
advantage to the public which ought to pay a fair return on the prop- 
erty devoted to its service. As noted, the Wolfskill tract was an 
aid to the Southern Pacific, and it has had the use of the land for 
many years during which time the property has greatly appreciated 
in value. Though its fee ownership of the land might enable the 
public authorities to direct a solution of passenger terminal problems 
in the best interests of the public without seeming hardship to it, the 
Southern Pacific has made no attempt, during the long course of. the 
proceedings outlined earlier in this report, to acquire the reversion 
to the Wolfskill tract. Concerning these things, the possible release 
of the Wolfskill tract, with consequent shrinkage in Southern Pacific 
valuation figures by the amount of the appreciated value of the tract, 
should not be given great weight, nor any such differences in new 
money costs between the specific plans here presented be regarded 
as controlling. 

_ The record justifies the conclusions that adequate and convenient 
union passenger facilities can be provided by defendants in Los 
Angeles at a cost comparable with the cost of separate and less con- 
venient facilities as contemplated in the carriers’ plans and which will 
not impair their ability to perform their duty to the public, and that 
the establishment of such union terminal is in the public interest. 
It does not appear at the present time that such union facilities should 
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necessarily be located in the Plaza area defined earlier in this report 
Moreover, this commission is not authorized to require the construc. 
tion of a passenger terminal as here sought by complainant, though 
its certificate would be necessary therefor. It is not within this 
commission’s province to determine whether with such certificate 
and appropriate findings as a prerequisite the California Commission 
could require the construction. 

The commission should find that the present and future public 
convenience and necessity require and will require the abandonment 
of operation of passenger and freight train service, except industria) 
freight switching service, on Alameda Street as sought in Finance 
Docket No. 3556. A certificate should issue as applied for subject 
to the condition that the authority to abandon the 0.15 miles majn- 
line track near Sixth and Alameda Streets shall become void upon 
the authorization by this commission of the construction of any union 
passenger terminal at Los Angeles which does not make use of the 
Arcade station site. ; 

The commission should further find that neither the present nor 
future public convenience and necessity require or will require the 
construction or extension by applicants of new or existing main lines 
of railroads in Los Angeles as described in the application in Finance 
Docket No. 3569. The Commission should enter an order denying 
this application. : 

The commission should also find that it does not appear at this 
stage of the proceedings that the present or future public convenience 
and necessity require or will require the construction of a union 
passenger terminal and facilities in the Plaza district as sought by 
the City of Los Angeles in Docket No. 14778. The commission should 
hold this case open for 120 days for consolidation with such further 
applications for certificates of public convenience and necessity as de- 
fendants may file looking toward the construction of union passenger 
terminal facilities. If within that time defendants do not apply for 
— certificates, the commission should proceed to the disposition 
of the case. 


It appears that the Santa Fe main passenger tracks between 
Alhambra Avenue and Aliso Street may have to be removed under 
any solution of the terminal problem. If such action is contemplated 
an appropriate application should be presented. 


ARTESIAN BELT VALUATION 


The Commission, in finance docket No. 193, opinion B-29, 
84 I. C. C. 481-98, has stated the final value, for rate-making 
purposes, of the property of the Artesian Belt Railroad, as of 
June 30, 1917, at $428,281. The San Antonio Railway Com- 
pany, as successor of the Artesian, protested the tentative valua- 
tion. The final valuation includes $3,281 as working capital. 

Commissioner Lewis, dissenting in part, said he was un- 
able to agree with the majority that the amount of the work- 
ing capital to be included in the final valuation must neces- 
sarily be limited to the actual holdings of cash and materials 
and supplies on the valuation date. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report covering the properties of 
the Washington Southern Railway Company and the Potomac 
Railroad Company, as of June 30, 1916, the Commission has 
found the final value of total used property to be $7,114,541. 
Wholly owned and used property was valued at $7,020,460. 
Property leased from the Potomac was valued at $88,000, and 
property leased from the Southern, $6,081. 

In a tentative valuation report covering the property of the 
Franklin & Abbeville Railway Company, as of June 30, 1919, 
the Commission has found the final value of total used property 
to be $400,499. Wholly owned and used property was valued 
at $273,820. Property leased from Morgan’s Louisiana & Texas 
Railroad & Steamship Company was valued at $120,000, and 
property leased from the New Iberia & Northern was valued 
at $6,679. 


REVOLUTIONARY D. & H. ENGINE 


The Trafic World New York Bureau 


An engine which officials of the Delaware & Hudson Rail- 
road believe will revolutionize the status of steam railroad 
transportation, capable of developing one-third more power 
with one-third less consumption of fuel and water, was installed 
by the company December 4 in its shops at Colonie, N. Y., 
near Albany. 

Several hundred railroad, industrial and public officials, who 
came from all parts of the country, were taken in a special 
train. Among the guests were twelve pensioned employes, in- 
cluding seven engineers who had served the company more 
than 50 years each, and five firemen with records of more than 
30 years. 

The new locomotive was christened the Horatio Allen by 
Mrs. Russell D. Lewis of South Orange, N. J., grand-daughter 
of Horatio Allen. 

L. F. Loree, president of the D. & H., who spoke at the 
luncheon following, drew a picture of the remarkable progress 
in transportation since 1828, when the company. commissioned 
one of its young engineers, theh 26 years old, to go to Eng- 
land and contract for four locomotives. One of these, the 
Stourbridge Lion, was set up at Honesdale, Pa., on August 8, 
1829, and operated by Mr. Allen himself. It was seven tons 
weight, cosy $2,900 and was capable of hauling a trainload of 
ten tons on a level track at four miles an hour. 

The new Horatio Allen weighs 273 tons, cost $105,000. It 


was built by the American Locomotive Company at its Schenec- 
tady, N. Y., shops. 
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/ RAILROAD LEGISLATION 
The Trafic World Washingt 


Indications that the Hoch-Smith rate revision resolution 
would not be submitted to the Senate in its present form were 
given December 2 by Senator Smith, chairman of the Senate 
interstate commerce committee. He said he expected to con- 
fer with the conferees of the House and Senate, who approved 
the resolution in its present form at the close of the last ses- 
sion of Congress, with reference to eliminating the last para- 
graph of the resolution. This is the part of the resolution that 
refers to the “existing depression in agriculture” and directs 
the Commission to effect such lawful changes in the rate struc- 
ture as Will promote the movement of farm products at the 
lowest possible lawful rates. -Senator Smith said, because of 
jmproved agricultural conditions, he believed the last para- 
graph of the resolution should be eliminated. If the text of 
the resolution should be changed, it would be necessary for 
it to be approved by the House and the Senate. 

Chairman Smith said, so far as he was concerned, no fur- 
ther hearings on railroad legislation would be held by the com- 
mittee. He said the committee might order hearings, but that 
it was his view that the committee had held all the hearings 
that were necessary in the last session He believed that mod- 
ification of section 15-a might be accomplished in the present 
session in connection with further railroad consolidation legisla- 
tion. He thought the recapture clause of the section might be 
eliminated if provision could be made for consolidation of 
strong and weak roads in the same competitive region. Such 
consolidations, he believed, would make unnecessary the re- 
capture clause. He indicated that he did not favor a set plan 
for consolidations, but rather that there should be consolida- 
tions practically only where the merging of strong and weak 
roads could be accomplished. He said the Howell-Barkley 
railway labor bill might be worked out so as to be an improve- 
ment over the present system. 

Representative Barkley said December 2 that, if the me- 
morial exercises for Woodrow Wilson December 15 required 
all of the session on that day, the Howell-Barkley bill would 
not be taken up until the first Monday in January. 


The short session of the Sixty-eighth Congress ‘began De- 
gan December 1 with indications that the Howell-Barkley rail- 
way labor bill would not come up in the House for considera- 
tion until January. The bill, on the suspension day calendar, 
could have been considered December 1, but no effort was 
made to bring it up. The next suspension day is Monday, De- 
cember 15, but the House adopted a joint resolution providing 
for memorial exercises for Woodrow Wilson by both houses of 
Congress on that day. The resolution provided that that day 
be set aside for the exercises. It is expected that a recess 
will be taken over the holidays, thus throwing consideration 
of the bill over until the first suspension Monday in January. 

That the regular Republicans in the House will oppose 
consideration of the Howell-Barkley bill at the short session 
was indicated December 4 when Representative Longworth, Re- 
publican leader in the House, declared in favor of sidetracking 
controversial measures as much as possible in the short ses- 
sion. He named the Howell-Barkley bill as one of the contro- 
versial measures he had in mind. 


Representative Huddleston, of Alabama, entered a protest 
against ditching the bill. Mr. Longworth said the vote in the 


recent election indicated what the country thought of that class 
of legislation. 


Senator Cummins expressed approval of the references in 
the President’s message to consolidation of railroads. He 
said the recommendations made by the President as to consoli- 
dation were provided for in the consolidation bill he had intro- 
duced in the last session. He said he was hopeful that some- 
thing would be accomplished in the short session in the way of 
legislation on the subject. 

Donald R. Richberg, counsel for the organized railway 
employes, and Bert W. Jewell of the railway employes’ depart- 
ment of the American Federation of Labor, and leader of the 
railway shopmen’s strike in 1922, conferred with Senator Cum- 
mins, December 4, on the Howell-Barkley railway labor bill. 

The labor leaders are opposed to the bill as reported to 
the Senate with the provision for a final decision or fact finding 
board. Senator Cummins said, however, that unless provision 
were made for such a board there would be no change made 
in the present law. He.said he personally did not see the 
necessity for changing the labor provisions of the act at this 
time because he believed that the board had been fairly suc- 
cessful. He said, however, there was widespread dissatisfaction 
among railroad employes as to the present system, and great 
hostility on their part to the Labor Board. He believed, there- 
fore, that in the interest of harmonious relations between the 
employes and the carriers, some modification of the law might 
be made. 

Senator Cummins objects to the proposed make-up of the 
decision board as provided in the amendment to the bill adopted 
by the Senate interstate commerce committee. This amend- 
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ment provides that the board should be composed of the Sec- 
retary of Labor and a member of the Interstate Commerce 
Commission, and three other members to be named by the 
President. Senator Cummins said he would object to legisla- 
tion putting a member of the Commission on such a board. He 
said the commissioners had more to do now than they could do. 
The amendment also contemplates a new board for each dispute 
that could not be settled otherwise. Senator Cummins questioned 
the wisdom of establishing a new board for each dispute. He 
said he intended to call on President Coolidge shortly and go 
over with him the question of amending the labor provisions 
of the transportation act. He indicated he desired to obtain the 
exact views of the President so that he might assist in framing 
legislation that would not meet with a presidential veto. 

Senator Cummins sees merit in the proposed establishment 
of adjustment boards and a board of mediation and conciliation 
as provided by the Howell-Barkley bill. With a board of 
decision “at the top,” he believed that many disputes would be 
arbitrated by the carriers and the employes, because of the 
desire to avoid action by the board of decision. 


Action on the Gooding long-and-short-haul bill, which was 
passed by the Senate in the last session of Congress, was urged 
in the House this week by Representative Summers of Walla 
Walla, Wash., in the first speech on the subject in this session. 

Mr. Summers declared the fourth section of the interstate 
commerce act had cost communities, railroads and the federal 
government “multiplied millions of dollars for ‘hearings’ during 
this 87-year controversy.” 


The remedy, he declared, was the Gooding bill. He said 
the proponents of the bill wished immediate hearings on it 
before the House committee on interstate and foreign com- 
merce. He said he hoped the committee would report the bill 
before the holidays. He submitted the usual rate comparisons 
in support of fourth section measures and made the usual plea 
for water transportation made by advocates of a fourth section 
prohibiting departures on account of water competition. 


“The Gooding bill passed the Senate almost unanimously 
and is now before the interstate and foreign commerce com- 
mittee of the House, and we are hoping to have it reported out 
soon,” said Mr. Summers. 


The vote on the Gooding bill when it passed the Senate 
was 54 to 23. 


Senator Robinson, Democratic leader in the Senate, in a 
statement, November 29, indicated that the Democrats did not 
expect final action on important transportation legislation at 
the short session. The statement follows: 


It is not to be expected that many measures of general importance 
will be finally acted upon by the Congress during the short session. 
The indications are that among the subjects which will receive at- 
tention are farm relief legislation, including co-operative marketing; 
the transportation act as it relates to the adjustment of labor dis- 
putes, rate making, and freight schedules. It is doubtful whether any 
of these will be brought to a conclusion. The bill eliminating the 
Pullman surcharge, which has already passed the Senate, may be 
voted on in the House. It is anticipated that an effort will be 
made to dispose of the Muscle Shoals project, and the policy of 
completing this project by the government seems to be gaining 
support. 

Further tax reduction can hardly be accomplished in the im- 
mediate future, owing to the condition of the revenues, but this 
subject undoubtedly will be revived in the early future. 

It is not practicable to anticipate the emergencies which may 
change the outlook for legislation in the short session, but the 
foregoing seems a fair outline at present. 

The Democratic organization will co-operate in the passage of 
appropriation bills, and there is no disposition to obstruct action on 
any measure of general importance which can be fairly considered. 

It is incumbent on the majority to formulate the legislative pro- 
grom, and the Democrats will not assume the initiative unless some 
public necessity requires. 


Congress held sessions on Monday, Tuesday and Wednes- 
day this week, without a bill relating to the railroads being in- 
troduced on those days. Comparatively few bills are introduced 
at the beginning of a short session, but it was regarded as re- 
markable that the first three days of the session passed by 
without one bill providing for regulation of the railroads, their 
services and charges therefor being introduced in either branch 
of Congress. 


Senator McLean of Connecticut, long a member of the 
Senate interstate commerce committee, this week retired from 
that committee and accepted a place on the foreign relations 
committee. The vacancy will be filled later. Senator Cum- 
mins was made chairman of the judiciary committee. He will 
retain his place on the interstate commerce committee. 


+ 


REGULATION OF AIR TRAFFIC 


Representative Curry, of California, has introduced a bill 
(H. R. 10147) to create a department of aeronautics, defining 
the powers and duties of the secretary thereof, providing for the 
organization, disposition, and administration of the United States 
air force, and providing for the development of civil and com- 
mercial aviation and the regulation of air navigation. The bill 
was referred to the committee on military affairs. 
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pf COMMISSION NEEDS MONEY 
7 


The Trafic World Washington 

Money, particularly its own lack of it and that earne 

the railroads, is the subject of a considerable part of 
Commission’s thirty-eighth annual report, sent to Congress 
December 4. Lack of sufficient funds to carry on the work 
given it by Congress to do is the first topic in the report. Under 
the caption, “Appropriations,” the Commission shows that, while 
it estimated its needs at $7,364,496, the Bureau of the Budget, 


on which Congress is to base its appropriations, has cut that 
estimate to $4,913,500. 


Last year the estimate of the Commission for the current 
year was $4,688,860. The Bureau of the Budget cut that estimate 
to $4,279,500 and Congress appropriated $4,272,284. That appro- 
priation, the report says, will be increased approximately $350,- 
000 by pending legislation. 


The heavy item of the estimate this year is $2,369,626 for 
valuation work. That has been cut to $1,000,000 by the Bureau 
of the Budget. The Commission’s estimate of $1,189,670 for its 
Bureau of Accounts has been cut to $600,000. 


So seriously does the Commission regard the matter that, 
in effect, it warns Congress that it does not seem practicable 
for it to perform any additional work in the future, such as 
preparing responses to resolutions of Congress, either house 
of that body, or individual members, as it has in the past 
“unless the requests therefor are accompanied by authority for 
sufficient moneys to defray the expenses in connection there- 
with, unless, of course, we should curtail materially, or discon- 
tinue entirely, some of the work now being performed, all of 


which we consider necessary to the proper performance of our 
regular duties.” 


In that same talking to Congress about money the Commis- 
sion says: “As stated in our last report, our reference to these 
repeated reductions (in the estimates and appropriations for the 
last four years) is not in the nature of an appeal, but we believe 
it to be our duty to again inform you that, under the appropria- 
tions which have been reduced, we cannot carry on in the 
future the same amount and kind of work as has been performed 
in the past.” It reminded Congress that, in the past, it had done 
many odd jobs for it without asking for supplemental or defi- 
ciency appropriations,” except when such additional funds were 
absolutely necessary.” It also reminded Congress that it had 
endeavored, in all instances, to respond promptly to resolutions 
of Congress, or of either house, and to the “many requests made 
upon us by the various committees of the Congress and indivi- 
dual Senators and Representatives.” 


This lack of money, the Commission told Congress, had 
prevented the preparation of underlying valuation reports. That 
delay was due to the diversion of part of its valuation force 
to other tasks “coupled with a heavy reduction in number to 
meet reduced appropriations.” Speaking of the dangers of delay 
in the completion of the underlying, primary, or tentative valu- 
ations, the Commission said it estimated that more than 500 


hearings would have to be held on protests filed against such 
reports. 


“It is apparent,” says the report, “that satisfactory com- 
pletion of the work, already over ten years in progress, is 
seriously menaced by delay in completing these primary valu- 
ations. Most of them are already from six to ten years old. 
In administering the act present-day valuations are needed, but, 
before they can be had, primary valuations must have been 
completed to serve as bases for carrying the valuations forward. 
There is serious disadvantage in the lapse of so many years 
between the primary and present-day valuations. With the pass- 
age of time come cumulative changes in the property by reasons 
of additions, betterments, and retirements, thus rendering the 


original inventories increasingly unrepresentative of present con- 
ditions.” 


Administration of the recapture clause of section 15a, the 
report points out, requires present-day valuations, while the 
small percentage of mileage covered by completed valuations, 


under section 19a, almost completely antedate the first of the 
recapture periods. 


Before commenting on the need of present-day valuations, 
the Commission pointed to the fact that the 24 final valuation 
decisions covered only 4,396 miles, or 1.8 per cent of the aggre- 
gate. The tentative valuations that became final because no 
protests were filed, it pointed out, covered only 3,646 miles, or 
1.5 per cent of the total mileage, making in all 3.3 per cent 
of the total mileage of the country. 

As to legislation, the Commission’s recommendation was 
brief. “We adhere to our previous recommendations,” it said. 
That, however, tells only part of the story about legislation. 
The law authorizes it to make recommendations concerning 
the law it administers. It reviewed the outstanding facts of 
the commotion caused by the certificate of the Shipping Board 
bringing into play section 28 of the merchant marine act. It 
said that, in its reports for 1922 and 1923, it adhered to its 
previous recommendations on that head. It added, in this re- 
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port, that the developments of the year warranted it in again 
directing attention to the need for remedial legislation. 


Railroad Earnings 


In connection with observations on money of the carriers, 
under the caption “Railroad Earnings,” the Commission says: 
“It is safe to say that the return of 5% per cent upon fair value 
is not being received by the carriers. We are unable to say 
precisely what the return is, as a fair value for the carriers jn 
groups or as a whole is not being determined by us except 
in so far as necessary for the purpose of a general rate case.” 

Some figures were given, however, which, it is believed, 
may mislead those anxious to make it appear that the railroads 
are earning a great return and, therefore, can afford reductions 
in rates, or that, because the government can borrow at a 
lower rate of interest than the average railroad, the government 
could take over the railroads and make a go of the transporta- 
tion business. The Commission said the slackening of business 
in 1924 had reduced the gross earnings of the railroads in the 
first eight months of the year by $338,000,000, or about 8 per 
cent below those for the corresponding period of 1923. By 
reducing expenses, it said, the railroads, however, had suffered 
a reduction in the net railway operating income of only 
$69,656,191 in the eight month period. 

For twelve months ended with August, report says, the net 
railway operating income was $912,056,948, as compared with 
$936,790,371 in the corresponding twelve months ended with 
August, 1923. The corresponding figure for 1923, it said, was 
$977,657,368. Continuing the report says: 


In short, the net earnings from railway operations have. recently 
been better than in 1921 and 1922, but not so good as in 1923, which, 
except for the year 1916, was the best year in the absolute amount 
of the net earnings. However, in the calendar year 1916 the revenues 
were less than 60 per cent of those of 1923, indicating a decided re- 
duction since 1916 in the ratio of net railway operating income to 
operating revenues, which was over 28 per cent in 1916 and under 16 
per cent in 1923. This corresponds with the fact that the operat- 
ing ratio was 65.73 per cent in 1916 and 77.83 per cent in 1923. For 
the first eight months of 1924 it was 78.13 per cent. 

As the annual net railway operating income has been recently 
less than $1,000,000,000, it is safe to say that the return of 5% per 
cent upon fair value is not being received by the carriers. We are 
unable to say precisely what the return is, as a fair value for the 
carriers in groups or as a whole is not being determined by us ex- 
cept in so far as necessary for the purpose of a general rate case. 
It is well to note in this connection that net railway operating income 
takes no account of non-operating income or of interest charges. 
When these and related items are taken into account, the result is 
called, in our official reports, net income. For roads of Classes I, 
II, and III, excluding switching and terminal companies, the net in- 
come in 1923 was $642,242,713. This was 7.06 per cent of the capital 
stock. The corresponding figure in the peak year 1916 was 8.40 per 
cent. That the net income in relation to stock could be nearly as 
good in 1923 as in 1916 in spite of a greatly increased operating ratio 
is explained by the fact that the railway securities outstanding have 
not for the most part been inflated by the present high costs of 
construction, so that it takes a smaller per cent of revenues to pay 
the interest charges and yield a fairly good return on stock. 


Recapture of Excess Earnings 


Further references to its lack of funds are made by the 
Commission in connection with observations on studies in 
efficiency and economy and formal proceedings for the recapture 
of excess earnings. It says that, to go into the question of 
economy and efficiency of railroad management in a thoroughly 
effective way, would necessitate an organization of technical 
experts and would also require a large additional appropriation. 

In connection with recapture of excess earnings it recalled 
that last year it called attention to its inability to police ade- 
quately excess income returns. because of “inadequate appro- 
priations.” Conditions this year, it said, had become more 
acute. It said that if it were obliged to allow examinations of 
returns to lapse, because of lack of money, “proper enforce- 
ment of the statute will be impossible.” Continuing it said: 
“With the staff of the bureau (of finance) limited to an insuf- 
ficient number, and with a reduced appropriation for the present 
year, we can see no hope of resuming duties referred to above 
(examining returns), nor can we expect to complete the 
examinations under section 15a that should be made each year.” 

As to excess income, the report says carriers reported 
$6,633,433 for 1923, making the total for the four periods, $10,845,- 
901. The excess income fund held in the United States treasury 
amounts to $5,041,228, as of the last of October. Of that sum 
the payments this year amounted to $4,858,522, made by 53 
carriers. The total payments amount to $4,955,197. The re- 
mainder of the fund consists of interests received from the 
invetment in liberty bonds and short term notes of the govern- 
ment and interest paid by carriers delinquent in their payments. 

In only one particular is the work of the Commission being 
made easier. It says its duty in making certificates as to 
standard return is practically completed. It has issued certi- 
ficates totaling $945,546,604. Allied with that work, in the 
sense that both grew out of government control of the railroads, 
is the practical completion of settlements with 226 carriers 
under section 204 providing for reimbursement of deficit in the 
control period, amounting to about $9,410,210 and $507,494,211 
under section 209, the six months’ guaranty period, the certifica- 
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tions in the year ended with October amounting to $6,171,536, 
leaving an estimated balance payable to carriers of $28,505,788. 
Reviewing its work in automatic train control matters, the 
report says that, in view of the short time remaining for com- 
pliance with the Commission’s first order requiring the installa- 
tion of devices, it is probable that only a few of the carriers 
now making permanent installations will have their installations 
completed as required by the order. 
As to consolidations, the Commission said its record in that / 
matter consisted of 54 volumes of testimony and exhibits and 
that the work of preparing the complete plan was progressing. 
In the course of the period covered by the report—that is, 
to the end of October—the Commission authorized the issuance 
of a grand total of securities of $1,795,027,403 and 50,500 shares 
of no par stock. Of that total only $201,474,970 and the 50,500 
shares were stock, the remainder being fixed charge obligations. 
In the same period the Commission received 120 applications 
for construction, abandonment, and operation or acquisition of 
lines. The mileage covered by applications to construct was 
2,564, to abandon 949, and to acquire and operate or to operate, 
2,052. Highty-two certificates were issued, 26 to construct 1,318 
miles, 30 to abandon 454 miles and to acquire and operate 2,019 
miles. Seven applications to construct 2,298 miles were denied. 


Regulatory Work 


On the purely regulatory side of the ledger the report shows 
that, while the work in other directions may have been cramped 
for lack of money, a record was made in disposing of complaints. 
The number of complaints filed and the number disposed of 
were almost equal, the former being 1,343 and the dispositions 
1,316. In 1928, the number of new complaints was 1,160 and 
the dispositions of 1,188; in 1922, the number of new complaints 
was 1,264 and the dispositions 1,018. The number of hearings, 
however, was only 1,479 compared with 1,883 in the preceding 
year, about 22,000 fewer pages of testimony being taken in 
the year closed than in its predecessor. © 

Informal complaints numbered 6,876, an increase of 471. 
Reparation amounting to $1,557,848 was authorized. The Di- 
rector-General and carriers filed 7,098 applications for permission 
to make refunds, an increase of 1,555 of such confessions of 
unreasonable rates and charges thereunder. 

Tariff publications filed numbered 89,955. In addition, 1,101 
were offered for filing but rejected on account of failure to 
give the required notice. Suspensions were ordered in 667 
cases, an increase of 28 over last year. All except 91 were pro- 
posed increased rates. ie: 

Speaking of rate-scale standards, the Commission called 
attention to the fact that, so far as the needs of commerce 
would permit, it was endeavoring to bring about standard per- 
centages of the lower classes to first class, first in each classifi- 
cation territory separately, and later in all three. 

“Experience has indicated that, until rates are made more 
uniform,” says the report, ‘it is impracticable to obtain a 
uniform classification, and it is hoped that the process of stand- 
ardizing class rate percentages will aid in the accomplishment 
of that purpose.” 

Continuing on that subject, the report says: 


Where it is thought desirable to use distance rates as distin- 
guished from specific rates, efforts are being made to bring about a 
standard relationship of the rates for various distances compared 
with one another, giving due regard to varying transportation con- 
ditions. In many instances commodity rates can be» eliminated by 
standardization of class rate schedules, and discriminations, compli- 
cations, and difficulties may be lessened by relating the commodity 
schedules more nearly to standardized class scales. However, nothing 
here said should be construed as expressing the view that all rates 
should be upon a distance basis, or that even where rates are made 
on a distance basis they should all bear the same relationship one 
to another for the respective distances. The needs of commerce and 
other practical considerations often stand in the way of uniformity. 
Rates manifestly should be made to encourage and build up the com- 
merce of the country, and its free flow should not be impeded by 
theoretical obstructions. In prescribing rates, practical considera- 
tions are always taken into account by us, but we are convinced 
that far greater uniformity than now, exists can be attained without 
undue sacrifice of practical considerations. F 

Experience has indicated that extended and careful investiga- 
tion is necessary before important rate changes are made, and it 
appears that a gradual process of readjustment is much better fitted 
to the needs of commerce than are radical changes involving dis- 
turbance of business conditions. Hence, immediate completion of the 
Process of standardizing even the class rates is not anticipated. 


Investigation of Rates 


Definite implication that a general investigation of all rates 
was under consideration by the Commission in the last year is 
carried in the part of the report devoted to the Bureau of 
Traffic. That part is as follows: 


No general freight-rate reductions throughout the country as a 
whole or any of the major rate groups defined by us have been made 
during the year, although the process of readjustment and reduction 
of individual rates and rate situations has continued. We thought 
it inadvisable to undertake any general investigatoin of all rates, but 
we have not been unmindful of the necessity for further revision of 
the rate structure to eliminate maladjustments between communi- 
ies and commodities. In reaching this determination it was our 
opinion that to undertake a general investigation of all rates would 
not only unsettle business and commercial conditions but would also 
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necessitate an expenditure of time and money impracticable under 
the appropriations at our disposal. It was our judgment that progress 
toward standardization of rates could better be brought about through 
individual cases and investigations dealing with particular, rate rri- 
tories Hr adjustments, following in each, in so far as practicaljcon- 
sidepations will permit, a general plan leading to a common\jend. 


APPROPRIATION FOR I. C. C., ETC. 


The Trafic World Washington Bureau 


President Coolidge this week transmitted to Congress the 
Bureau of the Budget’s estimates for appropriations for the 
fiscal year 1926 for the Commission, the Shipping Board and 
Fleet Corporation, the Railroad Labor Board and river and har- 
bor work f 

The budget estimate for 1926 for the Commission is $4,913,- 
500, as against the Commission’s own estimate of $7,364,496. 
It was explained that $4,272,284 was appropriated for 1925, and 
that, with adjustments and supplemental estimates for 1925, 
the total for that year was $4,641,864. The budget, therefore, 
it was pointed out, recommended a net increase of $271,636. ~ 
The following explanation of the estimate for 1926 was made: 


This net increase of $271,636 includes reductions from $2,148,760 
to $2,100,000 in the general appropriation for expenditures necessary in 
the execution of laws to regulate commerce, involving a reduction in 
personnel from 798 to 777 employes; from $125,000 to $124,000 for print- 
ing and binding; and increases from $553,284 to $600,000 for 18 addi- 
tional employes to provide for adequately policing the accounts of 
carriers; from $375,000 to $500,000 for the promotion of safety of em- 
ployes and travelers upon railroads, to adjust the compensation of one 
chief inspector, two assistant chief inspectors, and 54 inspectors to 
rates paid to locomotive inspectors, to provide for 18 additional in- 
spectors to inspect the installation of train control and block signal 
devices ordered by the commission, and to provide adequate travel 
expenses for all inspectors; from $300,000 to $450,000 for locomotive 
inspection, to adjust the compensation of one chief inspector, two 
assistant chief inspectors, and 50 inspectors as provided by law, to 
employ 15 additional inspectors authorized by the act of June 7, 1924, 
to provide adequate allowances and traveling expenses for all in- 
spectors, and to provide for the employment of one attorney and two 
additional clerks to handle legal work and increased clerical work. 

For valuation of property of carriers an estimate of $1,000,000 is 
submitted for 1926 to enable the commission to prosecute the re- 
capture of excess earnings and for carrying on a progressive pro- 
gram in bringing to completion the work of valuation of the assets 
of carriers. If the supplemental estimate of $350,000 for this item 
is passed by Congress in the second deficiency act,. 1924, now pend- 
ing, $1,000,320 will be available for the fiscal year 1925. 


The budget estimate for the Shipping Board and Fleet 
Corporation is $24,330,000, a reduction of $6,014,000 as compared 
with the amount appropriated for 1925. In addition to the 
$30,344,000 appropriated for 1925, use of up to $6,000,000 from 
proceeds of sales was authorized, making a total of $36,344,000. 
This latter figure represented a reduction from approximately 
$50,000,000 the preceding year. For 1926 it is recommended 
that authorization be given only for use of up to $4,000,000 
from proceeds of sales. This, in effect, will give the board 
and corporation a total of $28,330,000 for 1926, as against $36,- 


344,000 in 1925. The following explanation of the estimate was 
made: 


The factors contributing to this reduction of $6,014,000 as be- 
tween the 1925 appropriation and the 1926 estimate for the Emerg- 
ency Fleet Corporation are in the main as follows: (a) Reduction 
in the number of managing operators in order to avoid duplication 
and overlapping wherever possible, and the consolidation, curtail- 
ment, and reduction in the number of trade routes heretofore main- 
tained; (b) changing the form of contract with managing operators, 
eliminating all allowances except fixed commissions on revenue 
earned; (c) reduction in the number of spot ships heretofore main- 
tained in readiness for operation on short notice; (d) speeding up 
the turn around of ships; (e) further fuel conservation on the basis 
of standard performance charts showing consumption of each vessel 
in operation for comparison with other vessels; (f) further reduction 
in advertising expenses; (g) further reduction in personnel and ad- 
ministrative expenses; (h) improvement in freight rates; (i) closer 
supervision of and reduction in repair costs; (j) and by the application 
of improved methods of operation, closer. control and more rigid 
supervision of all activities connected with the administration of the 
affairs of the Emergency Fleet Corporation generally. 

The authorization to use the proceeds of sales for liquidation 
expenses has been reduced from $6,000,000 for 1925 to $4,000,000 for 


1926. 

The appropriation bill framed by the Bureau of the Budget 
provides that no officer or employe of the Shipping Board or 
Fleet Corporation shall be paid in excess of $10,000 a year, ex- 
cept one at not to exceed $25,000 and five at not to exceed 
$18,000 each. The existing law has a similar prohibition in it. 
Another provision requires that navy yards have the oppor- 
tunity of submitting estimates on repairs to vessels costing 
more than $50,000. A similar provision is in existing law. The 
bill provides that attorneys employed must be approved by the 
Attorney-General of the United States. ' 

The budget estimate for 1926 for the Labor Board is $296,- 
805, as against $322,200 appropriated for 1925, a reduction of 
$25,395. It was explained that the reduction included reduc- 
tions from $246,940 to $231,920 for personal services involving 
a reduction of 4 in the number of employes and adjustment 
of salaries to a basis comparable with rates in other govern- 
ment activities; from $63,260 to $53,885 for expenses; from 
$12,000 to $11,000 for printing and binding. 

With reference to rivers and harbors the following ex- 
planation was made: 








fT rafiic League, has sent the following circular to members: 
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For rivers and harbors $40,000,000 is estimated for maintenance 
and improvement of existing river and harbor works, in addition to 
$5,437,600 which will be available from permanent specific and in- 
definite appropriations; for flood control on the Mississippi and 
Sacramento Rivers $10,000,000 and $500,000, respectively, are esti- 
mated; the total provided for all items of river and harbor improve- 
ment being $59,277,990 as compared with $59,971,621 for the current 
year. 

The Chief of Engineers of the Army in his annual report 
said $71,604,980 could be profitably expended on river and harbor 
work in the fiscal year ending July 1, 1926. This would cover 
all phaseg of proposed work. For general river and harbor 
work, the report said, $54,183,390 could be profitably expended. 

The Bureau of the Budget estimate for river and harbor 
work is less than that submitted by the Chief of Engineers. 

President Palmer, of the Fleet Corporation, said, December 
2, that he believed the Fleet Corporation could keep within 
the estimate of $24,000,000 made by the Bureau of the Budget 
for the corporation for the fiscal year ending June 30, 1926. He 
did not believe that it would be necessary to take off any ships 
to,keep within an appropriation of that amount. Consolidations 
of services, he said, had brought about economies and he indi- 
cated that as the consolidations were improved through organ- 
ization additional savings would be made. 

The Senate this week passed the second deficiency appro- 
priation bill carrying $350,000 additional for the valuation work 
of the Commission for the present fiscal year. This bill was 
passed by the House in thé last session but was held up in the 
Senate by a filibuster conducted by Senator Pittman, of Ne- 
vada, because an irrigation project item had been omitted. 
While the bill was held up the Commission proceeded on the 
assumption that it would be passed. 


N. I. T. L. ON BUDGET FOR I. C. C. 


J. H. Beek, executive secretary of the National Industri 







About the middle of last September, the attention of your officers 
was called to the proposed budget for the Interstate Commerce Com- 
mission for the fiscal year 1925-1926. 

The Commission, after a thorough study of the needs of its 
several departments, submitted to the bureau of the budget its 
budget estimate for the fiscal year 1925-1926, amounting to $7,364,496. 
This amount, the bureau of the budget cut to approximately $4,339,- 
000, a decrease of over $3,000,000. 

A committee, consisting of Chas. Rippin, president; J. M. Belle- 
ville, chairman of the executive committee; Luther M. Walter, gen- 
eral counsel, and the executive secretary, went to Washington, and 
after familiarizing themselves with the estimated budget, prepared 
by the Commission, had an interview with General H. M. Lord, 
director of the bureau of the budget, and subsequently with the 
president of the United States, and presented the case, from the 
standpoint of the shipping public, for their further consideration. 

We attach hereto copy of a brief filed with General Lord, a copy 
of which was subsequently transmitted to the president, with a letter 
written him by the executive secretary on October 2, copy of which 
is also attached. 

As a result of these efforts, the bureau of the budget increased 
its estimate for the Commission’s budget to $4,913,500, which we 
understand to be the amount now proposed, and which will be 
recommended to congress by the president. You will note that it 
provides for a cut of $2,450,996, below the Commission’s estimate. 

We are advised that unless the amount asked for by the Com- 
mission is appropriated, the work of the Commission will be seriously 
hampered. It will be necessary to dismiss a considerable number of 
the Commission’s employes, among them several examiners. It will 
probably necessitate taking examiners off the road thus requiring 
all complainants and their witnesses to attend hearings in Washing- 
ton, instead of at some convenient point, where the traveling expense, 
inconvenience and loss of time would be the least. 

This subject was brought to the attention of the members at 
the annual meeting in New York November 19 and 20, and was 
thoroughly discussed, with the result that a committee, consisting 
of Sam W. Ripley, president; J. M. Belleville, chairman of the 
executive committee; W. H. Chandler, vice-chairman; R. C. Ful- 
bright, chairman of the legislative committee; Luther M. Walter, 
general counsel, and the executive secretary, was appointed to go 
to Washington and present the subject to the proper authorities, 
including the proper committees of congress, and if necessary fol- 
low the matter up in congress at the short session. The committee 
met in Washington on Monday, November 24. It had a very satis- 
factory interview with United States Senator Cummins, who is in 
entire sympathy with the views of the league, and particularly so as 
to that part of the budget appropriation pertaining to valuation work. 
At the request of the committee, Senator Cummins made an appoint- 
ment for it with the president of the United States, on Wednesday, 
November 26, and he accompanied the committee to the White 
House, and was present during its interview with the president. 
The president heard what the committee had to say and reminded 
it that some of its members had been to him before on the same 
subject, and that he had been instrumental in securing some in- 
crease in the amount proposed by the director of the bureau of 
the budget. He stated, however, that he would take the matter up 
again with General Lord and see what could be done about it. 

In the meantime, the committee had interviewed Congressman 
Will R. Wood of Indiana, chairman of the sub-committee of the 
committee on appropriations, which will have the Interstate Com- 
merce Commission budget before it. Congressman Wood was not 
favorably inclined. He was rather critical of the Commission, and 
characterized its expenditures in valuation work as having been 
largely wasted. He was not disposed to concede that in its valua- 
tion work the Commission had followed the law as enacted by con- 
gress, nor that if unnecessary work had been done, it was plainly 
because of the mandatory provisions of the law which had been 
passed upon and upheld by the United States Supreme Court. At 
the request of the committee, he agree that when the matter came 
on for hearing its members would be given an opportunity to be 
heard. 


Since dictating the above, the president has transmitted the 
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budget to congress, and we find the appropriation recommended for 
the Commission is $4,913,500, the amount recommended by the bureau 
of the budget. This is distinctly disappointing to the members of 
your committee. 

We are directed to bring this subject to the attention of oy, 
members with the suggestion that they take the matter up immedi- 
ately with their United States senators and congressmen. 

Our members ought to be able to make a strong case, They 
know that the Commission is already badly behind in its work. 
They know also, from their own experience, the delays of the Com- 
mission in hearing and deciding cases. When they file formal com- 
plaints with the Commission they are entitled to a reasonably early 
hearing upon them and a reasonably early decision thereafter. [f 
they do not get decisions for one, two, three or more years, it may, 
and frequently does, amount to a denial of justice. 

The government has entered definitely upon a policy of regulat- 
ing the railroads. It created the Interstate Commerce Commission 
as its agency for that purpose. The Commission has been in exis. 
tence and has functioned reasonably well for thirty-seven years, 
The National Industrial Traffic League has necessarily had much 
to do with the Commission. Its members are constantly engaged in 
cases before it. They are thoroughly familiar with its work and 
its problems and they are clearly of the opinion that if the govern- 
ment is going to regulate the railroads it ought to provide a sufficient 
appropriation to enable the agency, created for that purpose, to func- 
tion efficiently and promptly, in the interests of the shipping public. 

Any slowing down of the valuation work of the Commission 
would be little short of a public calamity. The highest public in- 
terest requires that that work be completed and brought up to date 
at the earliest possible moment. Unless this is done, much of the 
work upon which approximately one hundred million dollars has 
already been spent will become valueless. The recapture of excess 
earnings under Section 15-A depends wholly upon the completion 
of the valuation work and the establishment of absolute values for 
the several railroad properties. The question of valuation also must 
necessarily enter into the consideration of rate levels, and constitute 
also an important element in the consideration of railroad consolida- 
tions, a policy to which the government is already committed. 

With all of these facts before you, we respectfully suggest that 
you take the matter up with your United States senators and con- 
gressmen and point out to them the necessity of providing the 
Commission with ample funds. 


Letter to the President 


Mr. Beek’s letter to President Coolidge, referred to in the 
bove circular, was as follows: 


Referring to the interview which you granted to Luther M. 
Walter and myself on Monday, the 29th, in re the budget for the 
Interstate Commerce Commission for the year 1925-1926. . 

I enclose for your information, copy of a memo which we left with 
General H. M. Lord, director of the bureau of the budget, on Satur- 
day, the 27th. ; : 

I enclose also an editorial from the Weekly ‘Traffic World,” of 
September 27, entitled, ‘“‘The La Follettes and _the Facts.” “The 
Traffic World” is a publication devoted to traffic and transporta- 
tion matters. It is not a railroad publication. It purports to be, 
and I think is, non-partisan. In any event, in this particular mat- 
ter it is dealing with the facts. Your attention is called especially 
to the challenge of Senator Ladd of North Dakota,” to the candi- 
dates of the old parties ‘“‘to squeeze all of the water out of the 
railroads * * *. In other words, are they willing to put the rail- 
roads on an honest and efficient basis of public service and allow 
them reasonable compensation for service, or do. they still insist 
upon following the old policy of their predecessors in office in grant- 
ing enormous dividends and profits on watered railway corporations?’ 
Similar questions are being propounded daily and are being given 
wide circulation by the adherents of Senator La Follette. Could any 
better evidence be produced to prove that it would be false economy 
not to provide the Interstate Commerce Commission with sufficient 
funds to complete the valuation of the railroads at the earliest pos- 
sible moment, and bring that valuation up to date as the basis 
upon which rates may be predicated, as well as for computing the 
amount of the excess earnings of the carriers for the purpose of 
recapture? 

The Transportation Act, 1920, provides that one-half of the ex- 
cess earnings of the carriers over 6 per cent is payable tu the gov- 
ernment, to be loaned by the Interstate Commerce Commission to 
the so-called weaker lines, thus providing better transportation serv- 
ice for the public. The excess earnings, however, must be computed 
upon the fair value of the property devoted to transportation service, 
hence until the valuation work is completed the amount of the 
excess earnings of any of the railroads cannot be definitely ascer- 
tained. 

The work of valuation has been under way for about eleven 
years, and approximately ninety-six million dollars has been spent 
upon it. Of this amount the government has expended approxi- 


mately twenty-six million dollars, and the railroads, approximately 


seventy millions. Most certainly it would not be good business not 
to complete this work at the earliest possible moment, and secure 
the resulting benefits, the very first of which would be the recapture 
of excess earnings, estimated at approximately thirty-three million 
dollars. But the greatest benefit resulting from a completion of the 
valuation work would be the removal of the so-called railroad ques- 
tion from the domain of political agitation to that of sound economics. 

After valuations have been arrived at, and the principles, upon 
which the valuations were made, have been reviewed and sustained 
by the Supreme Court of the United States, the La Follettes and 
the Ladds will be deprived of the arguments as to watered stock, 
excess valuation, and the abnormally high rates as a result thereof. 

Quite aside from the question of completing the valuation 
work, we desire to emphasize the importance of other work of the 
Interstate Commerce Commission to the public at large. The gov- 
ernment is committed to the policy of regulation of the railroads. 
If we are to have intelligent and constructive regulation it must be 
by a competent body, which reaches its conclusions after thorough 
and exhaustive investigation of the various subjects upon which it 
must pass. The great volume of business before the Commission 
necessitates a large staff of technically trained men. To hamper 
the Commission by limiting its staff would not only delay its work, 
in itself a serious matter, but its work would be less efficient. 

The alternative to intelligent and deliberative regulation of the 
carriers by the Commission would probably be impulsive regulation 
by congress, inspired usually by prejudice and passion, or too fre- 
quently by poktical considerations. 

Senator La Follette in his political campaign is denouncing the 
Transportation Act, 1920, and is urging its repeal. I think that fail- 
ure on the part of the present administration to support the Inter- 
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state Commerce Commission in an efficient and effective administration 
of the Transportation Act, 1920, would in effect be lending support 
to Mr. La Follette’s unwarranted attacks. a 

From the standpoint of sound economy as well as political ex- 
pediency, we cannot urge too strongly the wisdom of supporting 
the Interstate Commerce Commission by providing jit with ample 
funds tO carry on its work. 


SHIPPING BOARD REPOR 


/, A strong reaffirmation of policy should be mada by Con- 


/gress to the effect that the United States is determined, either 
“ publicly or privately, to maintain permanently a merchant 


marine commensurate with the needs of the country from the 
point of view of commerce and national defense, and that 
strategic trade routes will not under any circumstances be 
abandoned, the Shipping Board said in a list of legislative rec- 
ommendations to Congress in its eighth annual report, made 
public December 1. The other recommendations follow: 


Codification of the navigation laws should be pushed to an early 
conclusion and the necessary steps taken to simplify them and remove 
any conflict. 

“The United States should pay a Naval Reserve retainer to Amer- 
ican citizens during such times as they are serving on board American 
ships engaged in foreign trade, such retainer to be conditioned upon 
their being willing to serve in the naval forces in time of war. 

All earnngs from American shipping in foreign trade and all 
profits derived from the sale of American vessels should be exempt 
from taxation, provided the amount of tax exempted is expended 
in new vessels constructed in American shipyards. 

All transportation of an official nature which is paid for by the 
government, whether of property or person, should be done by 
American vessels, unless the exigencies of the public service clearly 
require otherwise. The military departments especially should se- 
cure as much as Possible of their transportation from the commer- 
cial marine, and they should be authorized to contract for a period 
up to 10 years for such transportation, in order that private owners 
might embark upon the construction of vessels especially for such 
transportation. 

In the carriage of mails the Appropriation Subcommittee having 
to do with the post office department should hear representatives 
of the navy department and of the United States Shipping Board, 
and should make appropriations with a view to covering subventions 
sufficient to create and to maintain in a few principal lines the un- 
economic but highly desirable:type of fast _passenger-carrying vessels. 

A joint transportation body composed of representatives of the 
Interstate Commerce Commissoin and the United States Shipping 
Board should be authorized to co-ordinate all activities involving 
through transportation by both rail and water. Preferential ar- 
rangements and contracts between American railroads and foreign 
lines should be prohibited by law. 


Conferences and agreements between carriers themselves and be- 
tween carriers and shippers which look to the stabilization of rates 


and the provision of an improved and adequate service should be 
encouraged. 


Encourage the adoption internationally of a uniform system of 
measurement of vessels. Work with all recognized bodies toward 
the simplification and standardization of shipping documents such 
as charter parties and bills of lading. Simplify as much as possible 
the paper work required by United States laws in connection with 
the entry and clearance of American vessels in American ports. 


The report reviewed the consolidation of services, saying 
that this and other methods of effecting economies were 
adopted because liquidation of any considerable portion of the 
government’s fleet having been proved impossible under exist- 
ing conditions, and that maintenance of an excess number of 
managing agents was no longer justified. The managing agents 
had been maintained largely in the hope that the vessels might 
be later transferred to them as owners or charterers, the 
board said. On July 1, 1923, there were 38 managing agents. 
There were 29 on July 1, 1924. 

Referring to the application of section 28 by the board 
last spring and the subsequent withdrawal of the certificate, 
the report commented on the fact that large numbers of ship- 
pers appeared to protest against application of the section, while 
comparatively few had attended the hearings held several years 
before. As a result of the congressional hearings on the sub- 
ject, the board said it became apparent that, entirely apart 
from the question of adequacy of shipping facilities under the 
American flag, immediate enforcement of section 28 might re- 
sult in complications both to shippers and as ‘between com- 
peting ports, for several reasons, including the fact that exist- 
ing rail rates and traffic conditions between points in the in- 
terior and the various ports involved had not been co-ordinated 
with the general policy laid down by Congress in section 28. 
That was what the board had to say with respect to section 
28, making no statement with reference to action.in the future. 

The Bureau of Construction reported it had recommended 
to the board the construction of two new large passenger liners. 
Plans for these vessels were ordered prepared by Gibbs Bros., 
Inc., of New York, the board withholding decision as to whether 
they shall be built. Approval of Congress would be necessary 
before the board could spend the money. 

_ In the fiscal year ending June 30, 1924, the board author- 
ized the sale or transfer of 84 vessels of 190,823 gross tons ta 
operators under foreign flags. 

The report of the Emergency Fleet Corporation reviewed in 
detail the consolidation of services. The sales department said 
the government fleet on July 1, 1924, consisted of 1,294 vessels, 
aggregating 8,907,326 deadweight tons, as compared with 1,346 
vessels of 9,290,086 deadweight tons on July 1, 1923. Actual 
Sales made in the year ended July 1, 1924, included 49 steel 
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ships of 355,560 deadweight tons and, 3 wooden and concrete 
ships of 11,503 deadweight tons. The difference between the 
total number of vessels sold in the year and the net reduction 
of the fleet for the same period is due to the disposal of vessels 
otherwise than by sale and additions to the fleet by transfers 
thereto, the report said. 

The Fleet Corporation’s statement of profit and loss, ex: 
cluding liquidation, for the fiscal year 1924, showed a loss of 
$41,196,394.59. Freighters lost $33,829,685. Passenger and cargo 
lines, exclusive of the United States Lines, lost $1,075,493. The 
United States Lines lost $3,463,484. Tankers made $1,012,098. 
Tugs lost $150,485. Chartered vessels made profits of $40,850. 
Expense of inactive vessels was $4,467,569. Miscellaneous in- 
come was listed as a profit of $692,374. The balance sheet of 
June 30, 1924, listed the government fleet at an appraised value 
of $210,850,440. 


MERCHANT MARINE AFFAIRS 


Representative Frank D. Scott, Republican, of Michigan, 
will become chairman of the House committee on merchant 
marine and fisheries, succeeding Representative Greene, of 
Massachusetts, who died several months ago. Representative 
Edmonds, of Pennsylvania, is the ranking Republican member 
of the committee, but he was not elected to the Sixty-ninth 
Congress. 

The special committee appointed by the House to investi- 
gate the Shipping Board and Fleet Corporation will resume 
hearings soon. 


MERCHANT MARINE POLICY 


Senator Jones, chairman of the Senate commerce com- 
mittee, announced December 3 that he would prepare a bill 
to give effect to the recommendation of President Coolidge 
that the operation of the government merchant marine should 
be placed solely in the hands of the Fleet Corporation. He 
said he would confer with the President shortly on the subject. 

“The operation of the fleet now owned by the government 
should be in the hands of the Fleet Corporation and separated 
from the Shipping Board,’ Chairman Jones said. “It seems 
that legislation is necessary to bring this about, although we 
had hoped the arrangement attempted last winter would work 
satisfactorily and legislation would not be required. I am in 
favor of going ahead and giving the President what he requires 
with regard to the handling of the merchant marine.” 

_ President Palmer of the Fleet Corporation declined to 
comment December 3 on the recommendation of the President. 
Chairman O’Connor of the Shipping Board was not in Wash- 
ington that day. 


OCEAN CHARTER RATES WEAKER 


The Trafic World New York Burcau 


Due to unusually slow demand this week, rates on full cargo 
vessels were weaker, in several instances showing a strong 
downward tendency. The latter was attributed to several “dis- 
tress” vessels which had been fixed previously as a speculation 
at higher rates. In general, shipowners were inclined to accept 
slight concessions but would not fix their vessels much below 
the asked figures. 

The large volume of grain on hand at the Atlantic ports 
and in passage resulted in slack shipments. Continuance of 
this situation led freight brokers, such as Lunham & Moore and 
Funch, Edye & Co., to say that, from all appearances, the pres- 
ent conditions will last throughout the month. A stronger 
market is looked for after the first of the year. The Montreal 
season comes to an end with a stale market. 

Conference rates on regular liners were largely unchanged 
during the week but advances previously made were maintained 
and the expectation is for a continuance of the gradual upward 
trend. 

Further weakness was witnessed in the coal market. A 
vessel was fixed to Italy as low as $2.90 a ton and to Rio de 
Janiero at $3.05 a ton. A limited inquiry for additional space 
at about the same figure was reported. 

The lumber market was more active, as five vessels were 
fixed from the Gulf to the River Plate at about $14 a 1,000, 
which was considered a fair rate. The West Indies time char- 
ter trade was the strongest spot of the week, with several ves- 
sels closed at rates that compared favorably with previous 
fixtures. 


Below are the average full cargo grain rates for the week: 


United Kingdom: Hamburg-Bremen: 


I ave nrsiah a pincesaaoern 3/3@3/6 PRS aaree 14%c 
a EE eee 4/-@4/3 MNES GG Watan sieeve sate «si0% 17c 
Antwerp-Rotterdam: Mediterranean: 
Leer 14¢ Rae ee 174%@18c 
ESS Ene aE 16%c WE See oho ee eee ok 20%@21c 


The extent to which ocean freight rates have advanced in 
all parts of the world in the last few months, including the 
pronounced increase from United States ports, is shown in the 
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following comparative index compiled by the British Chamber 
of Shipping: 


RN I ao ta: 5 @.4:50/'s bias 6g nia Olavelece Ore Sle 28.89 29.46 24.36 
DE UO Bie. Ghictccecs sec ceeeee en semen 30.30 32.04 26.66 
OR os a's 6 o.0-6 bbb oo alemeeieed ones 36.72 38.00 26.82 
ee a OE, WNL. d.0 cc cc ecenceencous ose 27.39 29.00 30.48 
SE OU UNE Psi ciesicesscicceicecccessaus 25.38 26.38 21.89 
SE Oe Ue. iin RENO sa: 6: 6.<.0'6 6-6 vdeo cecceees 30.30 2 rere 
re rr 25.26 25.77 21.73 
Duweaed -tO Bristol Channel. .... ...ccccccceces 31.00 30.36 21.72 
NN ONE Ia ars 66.4 daw wescee awe e Rene ae 26.43 26.43 24.40 

BOO OU, PRUE BNO THOR. oie ocicg ccccvescecvees 27.39 28.51 23.29 
OO) (ME, MSE 66-6. o.6 cansicecuceenee os. 28.56 29.13 20.16 
eee een C0 Ul TE (COME. 6c ccc cccacswecees 25.11 27.62 26.82 
IN ES Ds nlgoscivis ce sisevestovwsecwels 28.65 28.80 23.24 

TI ts ENO a Goons orcas teccauseascedgnens aaeae 26.68 

I Sk Sas Giron & +o: 91Gae0! ier wis ear Race mewn HO 31.88 33.65 23.66 

PAPGORGINR, UGUBURE.. Cle vc ccccccccccccuccccssws 26.17 26.40 19.60 
River Plate (lower ports) to U. K./Cont.... 23.39 24.01 16.86 
wan. Lovense te U. EK. /Cont.....ccccsccecvees 24040 27.07 19.97 
Ce Ee rere 27.90 28.32 22.37 

Re eee ae eee 25.39 34.73 23.56 
Northern Range to French Atlantic........ ...-. ewes 21.05 
Northern Range to West Italy.............. 19.44 25.45 19.08 
Gulf Ports (grain) to U. K./Cont.......... 33.17 37.91 27.53 
Gulf ports (timber) to U. E./Cont.......0s0s saves 43.40 27.86 

eo! EE Ee ere 36.10 36.10 24.82 
Geometrical average of all routes.......... 28.27 30.13 23.40 
WRN SENG. «cb sos ccvsccwescacouses 21.67 24.86 


“Labour Gazette’ index of cost of living.. 73.07 73.47 
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Allen G. Shears, of Suzuki & Co., agents for the K. K. K. 
Lines, was elected chairman of the Far East Conference at 
the regular meeting Wednesday. A rate committee, to consider 
joint action with the Pacific Westbound conference and to meet 
with the latter at the March meeting in New Orleans, was also 
appointed. This consists of representatives of the Osaka Sho- 
sen Kaisha, Ellerman & Bucknall, Roosevelt Line, American 
Pioneer Line and Alfred Holt & Co. 

Efforts are being made by Harvey W. Miller, president of 
the Philadelphia Tidewater Terminal, to have the railroads 
grant to Philadelphia the same privilege accorded Baltimore in 
the reshipment of consignments reaching that port too late to 
be placed on steamers. Mr. Miller said this would result in 
more export business for Philadelphia, particularly from west- 
ern shippers. Under Mr. Miller’s plan consignments arriving 
too late could be forwarded to New York on the payment of 
two cents a 100 pounds, the present rail rate differential on 
some commodities. 

Permission for intercoastal lines to quote differential rates 
under the conference tariff will be based in the future on the 
number of sailings from individual ports rather than the num- 
ber of Panama Canal transits. This will allow the Dollar Line 
and Pacific Mail to quote the differentials from such ports as 
Baltimore and Philadelphia, when their sailings from the out- 
ports are not more frequent than every two weeks, regardless 
of the number of sailings from New York. 


HAGUE RULES CONFERENCE 


The Trafic World Washington Bureau 


The legislative committee of the Shipping Board held a 
conference December 3 with representatives of shippers and 
shipowners on the Edmonds bill (H. R. 5080) embodying the 
revised so-called Hague rules governing the carriage of goods 
by sea. The text of this bill was published in The Traffic 
World of January 19, p. 168, under the heading “Hague Rules 
Bill.” 

Commissioner Plummer, chairman of the legislative com- 
mittee, and Commissioners Benson and Haney were present. 
Others present included F. S. Laws, representing the Insurance 
Company of North America; Norman Draper, Institute of Amer- 
ican Meat Packers; C. B. Heinemann, National Industrial Traf- 
fic League; Charles E. Herrick, National Industrial Traffic 
League and other organizations; N. S. Myrick, of the Chamber 
of Commerce of the United States; D.- Roger Englar, of the 
American Institute of Marine Underwriters, and Ira A. Camp- 
bell, counsel for the American Steamship Owners’ Association. 

The conference was held that the legislative committee 
might obtain the views of the shipowners and of the cargo 
owners on the Edmonds bill. A report will be made by the 
committee to the Shipping Board, which in turn will submit 
a report on the bill to Congress. 

The views of Mr. Herrick, as chairman of the special com- 
mittee on “Hague Rules” of the National Industrial Traffic 
League, with respect to the Edmonds “Hague Rules” bill follow: 


The bill now exempts carrier from liability on account of strikes, 
lockouts, and labor disturbances; in the opinion of your committee this 
should be modified so that the carrier should not be relieved of 
responsibility when the lockout was of his own employes. 

The measure of damages as it now appears in the bill is ‘$500 
per unit.’’ There should be some clarifying statement as to what that 
unit is, whether it means per package or whether it means the 
entire shipment. 

Further, it seems to your committee, that the carrier should be 
obliged to ‘‘make and keep” his ship sea worthy; in other words, 
if he found defects before act of commencement of, or during the 
voyage, he should make such effort as was possible to remedy them, 
but he should not be exempted if he made no egort at all. 
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Perhaps the most necessary amendment is in connection with 
the method of filing claims. That still remains in very objectionable 
form, and owner is compelled -to file his claim before removal of 


the goods from the custody of the carrier, otherwise such remoya] 
is prima facie evidence of their good condition and the absence of 
claim. Manifestly this is an impossibility. Until the goods are actually 
in the possession of consignee, he has no opportunity nor authority to 


examine them as to their condition. 


JAPANESE LINE ASKS SUBSIDY 


The Trafic World New York Bureay 

Declaring that increased eompetition of American and Bri- 
tish shipping on the trans-Pacific route makes it necessary that 
it have more financial assistance, the Nippon Yusen Kaisha has 
asked the Japanese government to increase its subsidies, now 
amounting to 1,450,000 yen, to 5,000,000 yen annually, according 
to information from Tokio. The existing subsidy contract ex. 
pires this year. 

The N. Y. K. proposes to construct four or five new liners 
of 15,000 to 18,000 tons for the Oriental-Seattle service, 
10,000 ton liners for its European service and three 7,000 
liners for its Australian service. 

Officials of the company declare that the new ships must 
be built to meet the competition of the Shipping Board liners 
plying out of Seattle and San Francisco and the Canadian Pa- 
cific steamships from Vancouver. They point out that the 
Shipping Board’s annual deficit of approximately $50,000,000 is 
borne by the United States government, while the Peninsular 
& Oriental Steam Navigation Company (British) and the Mes- 
sagaries Maritimes (French), which compete with the Japanese 
European service, receive annual subsidies of 3,500,000 and 2.- 
000,000 yen, respectively. 

The Nippon Yusen Kaisha is already building two new 
10,000 ton motor freighters for the trans-Pacific route. The 
Osaka Shosen Kaisha had its application for increased subsidies 
approved at the last session of the Imperial Japanese Diet, and 


ing three large passenger and freight ships for its 
South Apferican service. 


OWELL’S NEW MARINE PLA 


The Trafic World New York cau 
T. C. Powell, vice-president of the Erie Railroad, anipX- 
fying his views on merchant marine problems last week, said 
that one of the most pressing needs is for 30-knot mail and 
express liners to improve communications with foreign countries. 
He said that, if necessary, vessels of this type, sufficient to 
maintain regular and freight service to Europe, South America 
and the Far East, should be constructed and operated by the 
government as an extension of the existing postal system. 

This should be accompanied by an improvement in the 
postal service of the United States to the high level of efficiency 
shown in Great Britain, according to Mr. Powell, who said that 
the average time required for the dispatch and answer of a 
letter from New York to London was 20 to 25 days. 


These fast American liners should be manned by naval 
reserve officers and crews to make them complete units imme- 
diately available in case of an emergency, Mr. Powell con- 


tinued. He would have all government officials travel on these 
ships. 


Mr. Powell suggested that, in return for the protection ex- 
tended to American vessels in the coastwise trade, coupled with 
freedom from regulation such as that exercised by the Inter- 
state Commerce Commission over the railroads, the government 
should require the construction of vessels suitable for national 
defense. The extra expense involved in this plan would be 
borne by the government. 


On the promotion of a privately owned merchant marine, 
Mr. Powell remarked that Congress had consistently refused to 
enact necessary and beneficial legislation, such as the subsidy, 
loadline bill, and other measures. He criticized the La Follette 
seamen’s act as resulting more to the advantage of foreign 


seamen than of Americans, as the latter constitute less than 
one-half of the crews. 


two 
ton 





THREE SHIP LINES JOIN SERVICE 


The Cunard, American Line and White Star Line announce 
that they have completed arrangements for an alternate joint 
passenger and cargo service between Hamburg and New York. 
The first sailing will be that of the Mongolia of the American 
Line from Hamburg on December 31 next, to be followed by the 
Minnekahda of the same line on January 10; the Andania of 
the Cunard Line on January 21, and the Arabic of the White 
rl Line on February 7. There will be regular sailings there- 
after. 

On the way from Hamburg to New York the steamers will 
call at Southampton and Cherbourg to embark passengers and 
mail. In order to maintain connections with Canada, Halifax 
will be adopted as a port of call on the westbound voyage. On 
the eastbound voyage the vessels will call at Plymouth and 
Cherbourg on the way to Hamburg. 
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// CROW’S NEST PASS RATE 
; The Trafic World O 


J 

/The questions to be submitted to the Supreme \ 

nada in the appeal of the prairie provinces agai 
judgment of the Board of Railway Commissioners in se 
aside the Crows Nest agreement have been made public by 
the Commission. In drawing up the questions the Commission 
has included certain of the questions which counsel for the 
prairie provinces submitted at the recent hearing should be 
part of the appeal to the Supreme Court. The questions to be 
passed on by the Supreme Court are as follows: 


1. Whether the board has power under the railway act or other- 
wise to authorize railway rates on the Canadian Pacific in excess of 
the maximum rates referred to in the Crows Nest Pass act. 

». If the court finds the act is binding on the board, then 

(a) Are the rates therein applicable to traffic westbound from 
Fort William and all points east, now on the C. P. R., or are they 
confined to westbound traffic originating at Fort William and at 
such points east as were on the company’s line when the agree- 
ment was made and the act passed? ae : 

(bp) Are such rates applicable to traffic originating at points east 
of Fort William which were on any line owned, leased or operated 
py the C. P. R. at that time? ; 

“ (ce) Are such rates applicable to traffic destined to points west 
of Fort William which are now on the C. P. R. or any of its lines, or 
are they limited to traffic west on lines which were owned, leased or 


operated when the agreement was made? 

8. Whether the board is legally empowered under the railway 
act or otherwise to authorize rates on grain and flour on the C. 
P. R. from all points west to Fort William and Port Arthur and 
all points east beyond the maximum rates specified in the Crows 


Nest act and agreement and referred to in revised statutes of Can- 
ada, 1922, chapter 41? 


While the appeal on the same subject was to come before 
the cabinet on Thursday of this week, the expectation was that 
this also would be referred to the Supreme Court. Questions 
of law and jurisdiction are, under the railway act, the special 
province of the Supreme Court, and, unless questions of fact 
are involved, would go to that body. The points on which the 
court will pass are as given above. 

The delegation to meet the cabinet this week was expected 
to be large, including the premiers of the three western prov- 
inces, delegates from the Canadian Council of Agriculture, 
which represents more than 90,000 farmers, the Retail Mer- 


chants’ Association, and many boards of trade and other public® 


and semi-public bodies. It was expected that the government 
would be urged to cancel the recent ruling of the Board of 
Railway Commissioners in order to vindicate the supremacy of 
parliament, which passed the Crows Nest act. 

In the matter of various complaints against tariffs of the 
Cc. P. and the C. N., arising out of the restoration of Crows 
Nest Pass rates, and on application of Francis H. Chrysler, K. 
C., counsel for the provinces of Alberta, Saskatchedan, and 
Manitoba, for an extension of time in which to appeal to the 
Supreme Court from the order of the board in the matter, the 
board set the date ahead to November 27, 1924, or until such 
later date as it may fix. 


CANADIAN BOARD ORDERS 


The board of Railway Commissioners for Canada has ruled 
against the Vancouver Machinery Depot, Limited, in the matter 
of the refusal of the Canadian Pacific to handle shipments that 
weigh over 2,000 pounds as regards loading and unloading, the 
applicant being compelled to handle, pay cartage, and stake 
shipments on the cars. 

The complainant contended that it was not fair to expect 
it to do loading for which charge was made in the freight 
tariff. It was complained that, when the heavy shipments were 
put in the car, the car checker was not available and that, on 
a number of occasions, the staking was not acceptable when 
he did arrive to check the work. 

The board cited Rule 12 of the Canadian Freight Classifi- 
cation which provides: “Freight weighing 2,000 pounds or 
over, per piece or package, also freight in the 6th, 7th, 8th, 9th, 
and 10th classes, must be loaded and unloaded by the owners.” 
It was stated that this rule was of long standing, and pointed 
out that the same contention had been made in another case 
by counsel’ for the Hamilton Board of Trade, and the board at 
that time said Rule 12 covered the matter and did not see fit 
to take exception to it. 

In the matter of the complainant’s contention that it was 
unfair to require him to stake shipments, the board said that 
“It would appear that the loading was not complete until stak- 
ing necessary to keep it properly in place was completed, and, 
that, therefore, such staking was a necessary incident of the 
loading.” 

The Canadian National, however, agreed to stand the costs 
of building the tracks, and the board said it was of the opinion 
that, subject to the modifications of the plans for construction, 
suggested by the board’s engineers, the order might be made 


for the interchange trackage, all cost being on the Canadian 
National. 
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The board has granted the Canadian Pacific authority to 
open, for the carriage of traffic, that portion of its Lanigan 
Northeasterly Branch, from the west junction with the Cana- 
dian National, at Melfort, Saskatchewan, to the end of the 
steel, a distance of slightly less than a mile. 

The board has authorized Frank Van Ummersen, agent of 
the New England Freight Association, to publish and file, on 
one day’s notice, supplements to tariffs, C. R. C. No. 23 and to 
C. R. C. No. 29, in lieu of Supplement No. 7 to the first of 
these, and Supplement No. 2 to the second, rejected by the 
board and by the I. C. C. 

The board has granted the Wabash permission to publish 
and file tariffs, or supplements, effective December 1, estab- 
lishing export rates from Ontario points to the Atlantic Sea- 
board on the same basis as published by other roads operating 
in the same territory. 

The Board of Railway Commisisoners for Canada has re- 
fused the application of the North Battleford, Saskatchewan, 
Board of Trade for an order requiring the construction of a 
transfer track from a point on the Canadian National to a point 
on the Canadian Pacific, in order that wholesalers and other 
shippers in North Battleford might be able to serve points 
along the Canadian Pacific Cutknife branch. The board had 
refused a practically similar application in 1919. It was esti- 
mated that the cost of the track would be $40,000, and it was 
admitted that the traffic would be less than carload lots and 
largely conjectural in volume. “In granting interchange facil- 
ities,” says the judgment, “the Board must be satisfied as to 
the necessity in the public interest for the interchange, and 
I do not think that an interchange has ever been granted to 
serve L. C. L. shipments.” The point on which the application 
was refused, however, was that a case had not been made out 
under section 253 of the railway act. 

The Central Vermont Railway has obtained leave to prose- 
cute S. Zinman, St. Johns, P. Q., for alleged fraudulent billing 
of certain shipments of freight. 

The Canadian Pacific Railway has received permission to 
open its Tuffnell-Prince Albert branch line from mile 95 to 
mile 131. 

The Canadian National Railways has been ordered to con- 


‘struct interchangeable tracks between its own line and that 


of the Canadian Pacific at Pembroke, Ontario, the whole work 
to be at the expense of the C. N. R. 

On application of the Express Traffic Association, the 
board orders that supplement “B” to the Express Classification 
for Canada, No. 6, be approved. 


CANADA AND WEST INDIES 


The need for Canada to establish closer relations with the 
West Indies and the promise of the Canadian National Railways 
to support any such program was one of the matters mentioned 
by Sir Henry Thornton at Charlottetown, Prince Edward Island, 
on a recent visit there. 

“I should like to see a fleet of fast vessels carrying the 
Canadian flag working out of Halifax and St. John for the West 
Indies,” he said, “and the Canadian National Railways proposes 
to do all it can to further such a trade. One of the advantages 
of the United States is that they are a self-contained nation. 
We in Canada can produce anything produced in the northern 
part of the United States, but we lack tropical products. Yet 
Canada and the West Indies, properly united by transportation 
facilities, can make themselves as self-contained as the United 
States. It is our duty to increase our facilities and to work 
in closer co-operation with our sister Dominions in the West 
Indies.” 





CANADIAN TRAFFIC REPORT 


Following is the traffic report of the railways of Canada 
for August, 1924: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 





Aug., 1924 Aug., 1923 July, 1924 

Provinces Tons Tons Tons 
Prince Edward Island............ 6,805 5,301 6,318 
TE NE, oidig.cisciiwecicccnaecieaw 508,429 685,779 545,063 
bn Ms  ——_—— 170,019 222,723 180,974 
SNE | 55.66 CuhBSeliseswevincst anak 1,318,327 1,625,767 1,366,849 
IS 012555 oni. ericsiniasiiteora chars Vola mmuetees 3,165,876 4,252,709 3,233,533 
Oe ee ee 273,697 383,728 292,144 
Saskatchewan 186,839 463,977 
De ee ae E 395,896 473,799 
BOP SI TOOTUIIID oss cscs ccweeces 374,792 483,842 . 347,341 
Totel for CAMA... .<ccseess 6,340,284 8,242,584 6,909,998 
De ea 780,570 828,494 1,337,569 

Products 

MN. 6c. se waceistoelionesaawupie 309,397 298,088 292,743 
eo i 506s tee bbe ae ese eeese rs 2,376,114 3,590,015 2,426,532 
PN Ti La is 5 cuis Guaininlocea-s ntaow'ore ote nine m 994,695 1,378,905 1,066,245 
Manufactures and Miscel........ 1,879,508 2,147,082 1,786,909 
oo 6,340,284 8,242,584 6,909,998 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF AUGUST, 1924 
AGRICULTURAL PRODUCTS 
——tTotal Freight Originated 





Commodities 





Ce eee 
SE, cdbandecaeness eneeecesees 782 
or ere 8,521 
Ctner Prait CIVeSR) ..c.cccceces 6,790 
SS ee ere 4,509 
Other Fresh Vegetables ........ 5,627 
Other Agricultural Products.... 10,083 
MEE (edsievnne tdaduccasecicasa 573,192 
ME ncicbund wine Keedewieenues 6,243 
CCCI GME COIVGS cc cccccccccece 69,786 
Dt Lsenegucccnawedwankdercnonse 5,156 
ES Se ae eee en 29,306 
Dressed Meats (fresh).......... 6,042 
Dressed Meats (cured or salted) 6,022 
Other Packing House Products. 4,728 
NEE aciatoa ciselaig viaioalere-ew gaeoreiace 289 
DEE duicgndiadnetineene ses cereaenee 759 
Butter and Cheese ............-. 15,975 
ala ia baw incleak 4xeed oa cume ood 4,893 
Hides and Leather .......ccccsce 4,893 
Other Animal Products ......... 4,053 
PED Sadcecuds onssvedencdes 158,145 
PPRGTS COGE oociiiecscscvececs 19,013 
WIS CGE cccccccccccccese 580,079 
CO eee 10,522 
ME iain aic a dane eawicelaiedinny ieee 10,093 
i” ene ae roe ere 1,402 
Other Ores and Concentrates.... 188,717 
Base Bullion and Matte.......... 3,707 
Clay, Gravel, Sand, Stone (crsh.) 530,223 
Slate—Dimension of Block Stone 17,852 
ee ee ere 904 
PEE 6debdwenwececcesns eee 17,307 
BEL wataccdiimewengens wnsenduedxee 10,926 
Other Mine Products ........... 31,144 
EE wieinewageivwentaccwes 1,416,889 
Logs, Posts, Poles, Cordwood... 157,377 
Nether ic ahah tite) aes Gre Grae a olan weer Gianene 22,074 
CS Sanne 242,455 
Lumber, Timber, Box Shooks, 
MURVER, TIGRGING ooccccccccee 442,234 
Other Forest Products......... 33,833 
EE a vidle cornialnwosweas oem 879,973 
Refined Petroleum and its prods. 111,826 
EE nileRdled sanigeweee« cues oade ee 33,998 
Iron, pig and bloom............. 11,391 
Rails and Fastenings ........... 4,590 
Bar and Sheet Iron—Structural 
POM GN TOW Pipe... cececee 28,409 
Castings, Machinery and Boilers 14,988 
MEL. actin dcdausncy metene cannes 153,841 
Brick and Artificial Stone...... 75,492 
EOUNO GRE FIRMS occccccvcceves 34,812 
Sewer Pipe and Drain Tile...... 12,666 
Agricultural Implements and 
Vehicles other than Autos... 16,400 
Automobiles and Auto Trucks... 10,776 
MIGUNENOIE GOGEE ccccccvcccccese 3,922 
ET ac echidle.ec6 (6:0 aieiewaeeree 2,980 
Liquor Beverages ..............- 20,013 
Fertilizers, all kinds ............ 12,222 
Paper, Printed Matter, Books... 98,069 
EE TED cockecssteeitacneusas 93,943 
Fish (fresh, frozen, cured, etc.). 6,070 
CEE WIGOES 6 cccvcccvccvevcces 1,254 
Canned Goods (all canned Food 
Products other than Meat).. 14,578 
Other Manufactures & Misc..... 269,840 
PEE waadedeneeccoteuesione 234,939 
EEE scocseas muleieva wuaiaenoearans 1,267,019 
GRAND TOTAL: ..0.ccvccess 4,313,218 
*Decrease. 
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- Originated - 





Received from Foreign 
Connections Destined to 








Cumulative Total 


Canadian Foreign For To 
Points Points Month Date 
Tons Tons Tons Tons 

407 9,081 147,820 5,674,490 
4,868 6,826 35,716 471,664 
1,431 17,165 98,051 1,743,268 
coves 1,309 13,548 321,795 
7 1,414 13,521 154,989 

‘setae 937 1,652 56,534 
110 1,462 7,725 96,712 
1,428 34,847 171,558 1,706,066 
3,686 39,288 146,469 1,119,613 
429 1,046 26,561 667,175 
1,267 1,913 3,962 52,226 
1,904 2,067 12,492 102,746 
23,187 14,412 44,389 263,957 
1,122 5,937 11,568 261,770 
1,136 2,562 9,325 142,511 
9,461 16,669 36,213 344,657 
50,443 156,935 780,570 13,180,173 

ANIMAL PRODUCTS 

92 276 6,611 60,052 

80 1,621 71,487 483,394 

16 321 5,493 22,587 

151 1,857 31,314 234,835 
7,427 40,454 53,923 401,256 
14,688 8,863 29,573 208,382 
7,047 14,854 26,629 238,499 
seuer 5,845 6,134 46,527 
88 10,103 10,950 118,888 

56 19,296 35,327 181,957 

504 5,778 11,175 41,640 
1,559 6,156 12,608 104,935 
844 3,276 8,173 73,416 
32,552 118,700 309,397 2,216,368 

MINE PRODUCTS 
264,799 93,293 377,105 3,572,221 
388,868 10,714 979,661 8,902,432 
emotes 523 11,045 195,129 
29,178 518 39,789 457,766 
884 sible ara 2,286 15,720 
9,157 2,418 195,292 1,480,917 
125 2,165 5,997 ,683 
21,204 29,521 580,948 2,750,382 
2,593 18,172 38,617 236,934 
57,696 10 58,610 391,697 
1,978 4,402 23,687 93,468 
10,891 4,960 27,777 204,615 
2,177 1,979 35,300 293,694 
789,550 169,675 2,376,114 18,678,658 
FOREST PRODUCTS 

601 9,060 167,038 2,097,209 

68 529 22,671 156,552 
2,553 2,226 247,234 3,176,995 
21,137 54,936 518,307 4,145,392 
2,533 3,079 39,445 343,003 
26,892 69,830 994,695 9,919,151 

MANUFACTURES AND MISCELLANEOUS 

44,132 14,795 170,753 1,030,928 
6,980 31,301 72,279 596,211 
4,010 4,229 19,630 271,887 
465 3,339 8,394 192,068 
25,620 15,183 69,212 734,160 
7,604 16,198 38,790 332,147 
523 1,722 156,086 683,168 
8,316 3,787 87,595 531,474 
1,437 1,849 38,098 253,723 
370 735 13,771 73,271 
2,443 4,809 23,652 158,258 
5,237 53,079 69,092 759,375 
375 470 4,767 50,446 
236 3,792 7,008 49,191 
1,115 980 22,108 147,090 
1,008 118 13,348 202,136 
1,471 31,903 131,443 1,133,739 
2,993 8,305 105,241 831,621 
281 1,701 8,052 48,986 
108 70 1,432 5,166 
2,959 16,499 34,036 202,798 
53,214 150,208 473,262 4,052,232 
16,455 60,065 311,459 2,219,532 
187,352 425,137 1,879,508 14,559,607 
1,086,789 940,277 6,340,284 58,553,957 


Increase 
Over 
1923 

Tons 

1,309,322 

*152,334 
533,701 
*1,003 
*29,548 
847 
1,262 
112,289 
187,751 
130,583 
*38,863 
3,350 
63,270 
*5,128 
36,250 
50,365 


2,202,114 


3,935 
28,710 
*5,786 
40,274 

*28,988 
51,860 
11,492 

*261 
*7,937 


86,385 


*1,881,218 
*3,078,537 
16,654 
*243,714 
*358,190 
51,027 
25,584 
158,526 
*331,017 
199,973 
11,472 
*40,663 
3,677° 


*5, 466,426 


85,553 
9,701 
340,396 


*678,917 
*127,034 


*370,301 


23,912 
100,429 
*198,537 
*29,201 


*526,111 
*96,701 
*73,710 
*94,791 
*32,438 

15,368 


*55,137 
*12,060 
*27,023 
*6,359 
38,369 
177 
21,471 
*90,130 
3,319 
*1,257 


12,894 
*547,957 
*397,108 


_ 


*1,972,581 
*3,520,809 
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Unloaded 
at Sta- 
tions in 
Canada 
Tons 
144,311 
12,516 
74,385 
10,297 
7,693 
923 
6,047 
94,885 
81,270 
20,891 
1,464 
4,985 
29,950 
5,176 
6,130 
15,461 


516,384 


6,917 
59,229 
4,369 
27,839 
12,953 
1,706 
5,732 
239 
749 
11,105 
1,307 
4,040 
2,289 


138,474 


258,223 


2,051,834 


140,554 
13,377 
159,046 


272,531 
22,342 


~~ 607,850 


133,963 
38,213 
14,608 

9,716 


45,192 
22,106 
133,224 
79,396 
35,956 
12,365 


14,982 
10,857 
4,253 
2,770 
19,941 
9,471 
21,817 
23,825 
3,106 
273 


11,450 
306,257 
259,879 

1,213,620 


4,528,162 
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2,283 
41,261 
22,220 
18,008 
5,890 
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149,751 


106,736 
12,172 
1,503 
167 
13,368 
3,390 
54,745 
16,479 
10 
4,492 
6,373 
16,584 


236,019 


25,189 
2,750 
81,324 


237,466 
3 


355,112 


24,502 
32,572 
4,317 
3,347 


18,933 
17,530 
3,185 
5,944 
2,078 
970 


9,381 
58,761 


674,402 
1,708,153 
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17.14 14.84 31.98 71.41 
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MARITIME PROVINCES CONDITIONS 
The Trafic World Ottawa Bureau 


Sir Henry Thornton has been making a tour of the mari- 
time provinces. His mission was probably, in part, at least, of 
a diplomatic character. The maritime provinces have been a 
thorn in the side of the government ever since the Intercolonial 
was taken over by the Canadian National Railways and oper- 
ated as a business rather than as a political proposition. In 
the last two years the government has lost several seats there, 
mainly because of action taken by President Thornton for the 
betterment of the system. In reorganizing the system, it was 
found necessary to remove a large number of employes and 
their families from Moncton, the headquarters of the road in 
the maritime provinces to Montreal. Soon after an election 
for the federal Parliament was held there, and the constituency, 
which had formerly supported the government, made a spec- 
tacular turn-over. This week there has been an election for 
the provincial legislature and, though the province has no juris- 
diction or direct concern in railway matters, a member of the 
provincial government was defeated by a large majority, a 
defeat directly attributed to dissatisfaction over railway matters. 

President Thornton was assured when he took office that 
politics would not be allowed to interfere with him and, while 
there is no evidence that politicians have done so personally, 
it has been shown that it is impossible to keep the govern- 
ment-owned railways out of politics in Canada. Possibly he 
has felt that some return was coming from him for -the political 
disturbances which his policy has caused. At all events, he 
has been industrious in trying to propitiate the people there 
and has made several proposals looking to satisfying them. 

At Moncton he proposed a plan for the formation of a 
commission composed of representative business men of the 
maritime provinces to met with him and directors of the Cana- 
dian National to seek a solution of the difficulties peculiar to 
Lower Canada. “I am prepared,” he said, “to come to the 
maritime provinces to sit with that commission as long as 
necessary and, should the commission desire to come to Mon- 
treal, I will be glad to give them all my time as long as it is 
required.” 

He mentioned various bodies that might be represented on 
such a commission, including labor, and suggested that it might 
be appointed by the judges of the Supreme Court or the lieu- 
tenant-governors of the three maritime provinces. He added: 


I wish to say further that, if Mr. Beatty, president of the Can- 
adian Pacific, will co-operate with the Canadian Natinoal in this 
proposal to endeavor to remedy conditions down here, I will wel- 
come him or any representative he may name and co-operate heartily 
with him. I think the Canadian Pacific has very large interests in 
the Maritime Provinces and I do not see why they should not en- 
deavor to assist the people here along the lines I have suggested. 
It does not matter that the suggestion comes from me as head 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 














WANTED—Industrial traffic men and railroad rate men, now 
employed, are earning large commissions during spare time leasing 
our Freight, Express and Parcel Post Rate Guides showing rates 
from the principal cities. Many testimonials from largest concerns. 
Selling experience unnecessary. Commission $12 per sale and up- 
wards. Selling outftt free. All correspondence strictly_confidential. 
Getzler’s Guide, Inc. (Established 1913), Rochester, N. Y. 





WANTED—By man of excellent official and preliminary exper- 
ience in executive, operating and accounting departments, position 
as assistant to executive or in charge of an office or department. 
Good health, steady, reliable, family. Satisfactory references. Regu- 
larly employed, but could report immediately. Address Box 721, 
care The Traffic World, Chicago. 


_ POSITION WANTED—Traffic manager, assistant, or will organ- 
ize department; 18 years’ practical experience, modern shipping 
methods, rates, tariff analysis, claims, cases before the Interstate 
Commerce Commission; legal training. Address Box 719, care Traffic 
World, Chicago. 
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JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 
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Merchandise Storage and Pool Car 
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CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


2,000 CAR LOAD 
CAPACITY 






FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution, 


Prompt and intelligent service. 
References: Any jobber, banker or transportation mam in the city. 


DEEP WATER AND RAIL CONNECTIONS 


Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth SQ. DETROIT 
DENVER, COLORADO jor 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 


1700 Sixteenth Street, DENVER, COLORADO 


“Thru SERVICE We Grow” 


GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in All Parts of the City with R. R. Siding 
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DETROIT 
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of the Canadian National. I am willing to co-operate, as I believe 
the Canadian Pacific will be willing to lend its assistance as well. 

The people of the Maritime Provinces have had reason to com- 
plain, but the trouble is that they have not set about to try and re- 
move the cause of their complaints. I have given thought for two 
years as to what I could suggest to bring about a better state of 
affairs in this part of Canada. It would not only help the Maritime 
Provinces but the rest of the Dominion as well; but I cannot go 
ahead by myself any more unless I am supported by such a repre- 
sentative body of men as I have suggested. 

If the Commission, after consideration of what is needed in the 
Maritime Provinces, thinks that it is necessary for the Canadian 
ports to be used entirely in preference to American ports, their 
recommendation would go a long way. At present it is not pos- 
sible for me, because of our connection with Portland to recommend 
that that part of the Canadian National Railways in the United 
States should be sold. 

We are approaching in Canada a time when business conditions 
will be much improved, and it is necessary tq put ourselves in a 
position to enjoy the fullest advantage of that improvement. I want 
to make this proposition to the Maritime Provinces, which will, I 
believe, put our difficulties in a way of constructive solution. I 
propose a commission from all the Maritime Provinces, composed of 
the following activities: shipping, banking, manufacturing, agricul- 
ture, labor, the law, one or more representatives from your public 
life and a representative from the press. These represent, broadly 
speaking, all the different interests that should be factors in the 
welfare of the community. I suggest that such a commission meet 
with me and let us, with tranquillity and without prejudice, see 
if we can discover what is the matter with the Maritime Prov- 
inces. You cannot prescribe medicine without first having a diag- 
nosis. 

Wherever I have been in Canada I have endeavored to impress 
upon the people the importance of the Maritime Provinces to Can- 
ada, and to the fact that here are situated the only two ports on 
the Atlantic seaboard in Canada that are open all the year. If for 
any reason these ports should be subtracted from Canada, I would 
consider it a national disaster. Therefore, I think this commission 
should go to western Canada and I will go with them and have 
meetings in the principal cities of Ontario and the Prairie Provinces 
and put to them what your position is, and afterwards representa- 
tives from the west can be brought down here to be shown that 
all that has been told them is true. I am convinced that it is time 
that we stopped talking, and began to focus our efforts on making 
a serious and intelligent diagnosis of the situation. 


Sir Henry’s proposal has aroused great interest and it is 
not improbable that some action may be taken along the lines 
he proposes. His reference to Portland was not warmly re- 
ceived in St. John and Halifax, which ports have been feeling 
the competition of Portland strongly, and where an agitation 


has been carried on to drop the connections in the United 
States altogether. 


CANADIAN OPERATING REVENUE 


The Trafic World Ottawa Bureaw 


The statement of operating revenues and expenses of 
Canadian railways for September shows that freight traffic 
was over 25 per cent lighter than for September, 1923, and 
passenger traffic was down 15 per cent. As a consequence, 
revenues were reduced by $4,651,638, or 11.2 per cent. Oper- 
ating expenses were reduced by $5,298,162, or 15.3 per cent, and 
the net operating revenue increased $646.476. Freight train 
mileage was reduced 21 per cent and, with a higher average 
receipts per ton mile, the revenue per train mile increased 11 
per cent. The lighter movement of grain this year was the 
chief factor, not only in the smaller volume of traffic, but in 
raising the average receipts per ton mile. Train loading was 
reduced from 586.9 net tons to 533.7 net tons and the cars were 
reduced by .5 car with an average loading 2.5 tons lighter. 
For the period from January to September inclusive results 
were better than last year. Average revenues were less but 
expenses were reduced and net operating revenues increased 
$2,341,293. 

Compared with September, 1923, freight revenues on the 
Canadian National declined $1,381,915, or 10.9 per cent, passen- 
ger receipts declined $268,683, or 7.9 per cent, and total rev- 
enues were down $2,136,335, or 11.5 per cent. Lighter traffic 
throughout the country, but especially in western grain, is 
given as the cause of the decline. Reductions in operating 
expenses were effected amounting to $701,322 in maintenance 
of way and structures, $1,043,130 in maintenance of equipment, 
$767,717 in transportation, and $2,522,738 in total expenses, which 
produced a net operating revenue $386,403 greater than last 
year and a lower operating ratio—90.76 per cent as against 
93.91 per cent. The number of employes show a reduction of 
10,010, or 10 per cent, and the payroll a saving of $1,207,983, 
or 10.5 per cent. The average load per car was leSs by 2.2 
tons and train loading was lighter by 45.1 net tons and 1.6 
cars. Average receipts per passenger mile and per ton mile 
both showed increases. The latter was due to a smaller per- 
centage of low class freight, mainly grain, which would also 
tend to reduce the average load per car and per train. 

The Canadian lines of the Canadian National made a much 
better showing this year than last for the first nine months. 
Both revenues and expenses were less, but the net operating 
revenues were increased $1,549,647. The lines in the United 
States did not do so well and, though their net operating rev- 
enue of $3,994,110 exceeds that of the Canadian lines, it was 
behind last year by $2,701,520, the net result for the system 
being a decrease in net operating revenue of $1,151,873. 
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On the Canadian Pacific decreases were recorded in freight 
revenues of $1,887,292, or 16 per cent, in passenger revenues 
of $572,309, or 16.3 per cent, and in total revenues of $2,208 467 
or 12.5 per cent. Revenue tons carried declined 16.3 per cent 
and ton miles were less by 32.5 per cent. The net operating 
revenues were increased by $101,770 and the operating ratio 
was reduced from 74.66 per cent to 70.38 per cent by reducing 
operating expenses $2,310,328, or 17.5 per cent. The total payrol 
was reduced $976,674 or 12.7 per cent. It was 43.6 per cent of 
the revenues in both years but was 61.9 per cent of total ex. 
penses in September, 1924,.and 58.5 per cent in September last 
year. The saving was, therefore, more in material, fuel, etc., 
than in wages. For the nine months revenues were down 
$184,998, expenses were reduced $2,572,512, and net operating 
revenues were greater by $2,387,514. 


Operating results for October issued by the Canadian Na- 
tional show a decrease of $3,417,075, or 13 per cent as compared 
with the same month last year. Operating expenses decreased 
$2,925,001, or 13.9 per cent. Net earnings were $4,693,843, a 
decrease of $491,174, or 9.5 per cent below October, 1923. The 
aggregate gross earnings for the 10 months show a falling off 
of $11,070,018, or 5.4 per cent, while operating expenses de- 
creased $9,724,969, or 5 per cent. The decrease in net earnings 
for the period was $1,345,049, or 11.1 per cent. 


Gross earnings of the Canadian National for the week end.- 
ing November 21 were $4,880,351, a decrease of $899,401 from 
the corresponding week last year. For the Canadian Pacific in 


the same period earnings were $4,250,000, a decrease of $661, 
000, or 13.4 per cent. 


CANADIAN CAR LOADING 


Car loadings in Canada for the week ended November 22 
were better than for the previous week, but compared with the 
corresponding week last year, declines were recorded in grain 
of 2,428 cars, in lumber of 179 cars, and in pulpwood of 423 
cars. Gains were made in live stock of 299 cars, coal 699 
cars, ore 244 cars, merchandise 1,098 cars, and in miscellaneous 


freight of 522 cars, the total being only 130 cars less than last 
year. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
TOTAL FOR CANADA 


——For the Week Ended—— 



























































Nov. 22, Nov. 15, Nov. 24, 
Commodity 1924 1924 1923 
Grain and Grain Products... ........:e0. 17,793 15,098 20,221 
Live Stock 3,617 2,904 
A EER EM ee eee SO tn De ae e ie Pepe 8,405 7,756 
2, 274 237 
Lumber 3,543 3,734 
Pulpwood 1,092 1,455 
NI i od wih Scere eveieioaralelo alia 2,106 1,956 2,035 
Other Forest Products. ....o.eccisiccoccss 2,158 2,103 2,264 
a irae Winders dimaiiisicotis-ancteanelnanotamamseredtibela 1,409 1,501 1,165 
DO ee Fe a Ae eee eee 15,690 13,736 14,522 
I os anc Came acd nate cere nia 12,502 12,326 11,980 
Total Cars Loaded .............eeeee- 68,213 63,661 68,343 
Total Cars Received from Connections 31,014 29,999 33,544 
Cumulative Totals to Date—1924.....: Paes 2,640,108 
Cumulative Totals to Date—1923......... 2,569,440 - 
EASTERN CANADA 
Grain and Grain Products..........seceee 3,591 3,907 3,845 
CNS orks grare paainse eRe els WEE See ames 1,545 1,480 1,515 
NN ie iica cso wich 5 arg ciara gietece or tapabe eeieew Cmciere eens 3,433 4,46 4,331 
I sa arcs gles as ole Sle ol Br aie wet ana avefacibece Wier 286 254 185 
ea 2,721 2,69 2,921 
I rah i cakatas caidas encheaoias Se anrcnenaen ie dawlaana Sram 988 1,038 1,421 
Pulp GN PAPE «0 cscsecccccesccsecscece 1,925 1,904 1,928 
Geer  DSrent PROGUCH . «.6.cc cc cicccsvsccs 1,006 925 1,174 
Ble Aral oi shah viral aaiade Akin Oe. Pw SSI oe One 870 927 798 
ee: Be, GS Banke we cwmeetsccesames 11,476 8,869 10,597 
rr nn errr 10,045 9,829 9,844 
een: COR EMRE oe 6 cit iecnciewcsunes 37,886 37,297 38,559 
Total Cars Received from Connections 27,762 26,689 30,257 
WESTERN CANADA 
Gein and Grain Products .........006..cs05 14,202 11,191 16,376 
NN OE er Cr 1,658 2,137 1,389 
NE Es aren ee Ee re eee 5,022 3,938 3,425 
ESSE ST Sea Lat entre eke = Sas bee UE he ee 24 20 52 
i tery re ree ee ae 834 846 813 
I it innate om aa om Os. awine ey Cen eeer 44 54 34 
.. 8! OS es eee eee 181 52 107 
ae ee. 1,152 1,178 1,090 
AN eG gre bleh ork lo.ciai a bie wins: 6:6 aces wntare ee 539 574 367 
pe a ee eee 4,214 3,867 3,995 
Miscellaneous .......... saan ison righ arama anaes eae 2,457 2,507 2,136 
ee en 30,327 26,364 29,784 
Total Cars Received from Connections 3,252 3,310 3,287 











Operates Shipside Cold Storage Warehouses. 


Write Traffic Dept. for Rates, Space and Sailings. 
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‘PORT HOUSTON’ 


Wonder Port of the World 


Is fifty miles closer by water to the southwestern 
Empire States (Texas, Oklahoma, Arizona, Louisiana, 
Arkansas, New Mexico and California). 


Here the Water Gateway to the most consistently 


‘prosperous market in the world meets the Railway 


Center of the Great Southwest. Seventeen Rail- 
ways with direct ship-side connections. 


Port Houston may be the solution to your problem. 
Know it through the Port’s official magazine, ‘‘Port 
Houston,’’ gladly mailed you free. 


Address 


OO) Se ee CO} eo ee ee 





REFRIGERATED VESSELS LOADING APPLES AT THE SPOKANE STREET TERMINAL 


Refrigerated Steamers to ATLANTIC COAST and EUROPEAN PORTS 
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DIRECTOR OF THE PORT, Fifth Floor Courthouse Bldg., Houston, Texas 


Specializes in Handling Cold Storage Products 


Address PORT OF SEATTLE, Seattle, Washington 
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CANADIAN NATIONAL POLICY 


The Trafic World Ottawa Bureau 


Sir Henry Thornton informed the New Glasgow, N. S., 
board of trade that the Canadian National spends more money 
annually in the Maritime Provinces than any other institution. 
The total disbursements there for materials and wages he gave 
at over $35,000,000 a year. On the same occasion one of his 
hearers suggested that the Canadian National, as a state-owned 
railway, should not seek to operate in the same manner as a 
privately-owned concern. In reply to this, Sir Henry said: 


My understanding of my instructions from the government— 
and the government is composed of representatives of all the peo- 
ple of the whole of Canada and all the people of the whole of Can- 
ada own this railway system—is that this railway is to be operated 
on as businesslike a basis as my ability will permit, and in such a 
fashion as to remove as quickly as possible the pressure on the 
public purse of Canada. You cannot run it as a business proposition 
and mix it up with some sort of philanthropy. You can run it either 


with the idea of making as much money as possible, or you can 
run it the other way and add to your taxes. My understanding is 


to try to relieve the deficit, thereby relieving the charge on the 


public purse. It is for the people of Canada to say to me if they 
want it run any other way. 
Concerning the matter of unemployment, which he was 


asked to relieve, if possible, by placing large orders for coal, 
steel, and rolling stock, he pointed out that, while he would give 
the matter his earnest attention, he desired it to be understood 
that the unemployment situation was not one that could be 
laid at the door of the Canadian National Railways. “Our busi- 
ness on the Canadian National,” he said, “has shown a falling 
off in gross receipts since April of from 12 to 15 per cent. This 
is due to a general falling off in business, for which the Cana- 
dian National cannot be held in the slightest degree responsible; 
but it would be folly for us to buy rails, coal, oil, or employ 
large numbers of men and spend money for the amusement of 
spending. Such a policy would affect our men and their morale, 
and would eventually set up a cancerous condition at the very 
root of the system.” 

Asked if he would give his support to the shipping of coal 
by water from Sydney to Montreal and Quebec and thence via 
rail or water to points in Quebec and Ontario, so that Nova 
Scotia coal could compete with that from Pennsylvania, he said 
he would take the matter up with the coal companies and his 
own officials and do what was possible. 


ELEVATOR AT HALIFAX 


Tenders for the new elevator at Halifax will be called for 
on the tenth of this month, and it is to be ready for operation 
in November, 1925. There has been considerable criticism of 
the proposal to build another elevator at Halifax, in view of 
the small quantities of grain which have gone through there 
in the past, but J. E. Dalrymple, traffic vice-president of the 
Canadian National, has strongly recommended it. He said the 
Canadian National could not promise to make Halifax a turn- 
ing point for large trans-Atlantic liners unless there was 
sufficient elevator accommodation. The question as to whether 
the White Star boats, which are to run in co-operation with the 
Canadian National, will make Halifax their terminus or not 
depends on whether there is sufficient elevator accommodation 
or not. 





_ ——_— 


REDUCED RATES ON POTATOES 

A material reduction in freight rates on potatoes shipped 
from New Brunswick, Quebec, and Ontario to Manitoba has 
been announced, effective December 1, and applicable to both 
the Canadian Pacific and Canadian National. The new rates 
are based on a minimum carload of 45,000 pounds ‘and areas 
follows: Ontario, 66 cents; Sherbrooke and Three Rivers, Que- 
bes, 74144 cents; River du Loup and east to Moncton on the 
Canadian National and on the Canadian Pacific north and west 
of St. John, 83% cents. The reduction in the rate is the result 


of special efforts to move a portion of the New Brunswick crop 
westward. 


CANADIAN SURCHARGE 


The rate of exchange in connection with shipments of freight 
between points in Canada and the United States from Decem- 
ber 1 to 14 inclusive is one thirty-second of one per cent. 


There will be no surcharge on either freight or passenger 
business. 


ELEVATOR FOR CANADIAN GRAIN 


The announcement is made that the Saskatchewan Co-oper- 
ative Elevator Company, one of the largest grain handlers in 
the world, will build an elevator in Buffalo to handle Canadian 
grain. This is being used by British Columbia as an argument 
for equalized freight rates, east and west. There is less grain 
going through the port of Vancouver this year than was antici- 
pated, and it is stated that rail and ocean rates and canal 
charges have had the effect of putting Vancouver at a disad- 
vantage with New York for the greater part of the time. The 
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Vancouver representative of the Saskatchewan Co-operative 
Elevator Company says that, “if final wheat prices cannot be 
raised, and if Vancouver to continental and United Kingdom 
rates cannot be relatively lowered, there remain only the rai] 
rates or first hand wheat prices to be lowered. Rail rates from 


the prairies to the Pacific must be reduced if the Pacific route 
is to survive.” 


SHIPPERS PROTEST CHARGES 


The Trafic World New York Bureay 

Representative shippers of the New York territory met this 
week at the Merchants’ Association to protest against the 
“deplorable” freight service on Hudson River ferryboats and 
the “antiquated” rate basis used by the operating companies. 
The conference voted unanimously to lay the entire matter 
before the Commission as soon as the situation has been prop- 
erly analyzed here. 

A. W. Coffin, manager of the Hoboken Chamber of Com- 
merce, who presided, was authorized by the shippers to select 
a committee to make a full investigation of the freight service 
and rates and report to a later meeting. 

The conference was called at the instance of the Regional 
Ferry Committee to take steps to avoid the proposed changes 
in freight tariffs by the Lackawanna Railroad on its boats 
plying between New York and Hoboken. This revision, ac- 
cording to Mr. Coffin, was to be based on the space occupied 
by vehicles and would result in an increase for horse-drawn 
vehicles of 300 per cent. The rates on motor trucks would 
be decreased by 20 per cent. Mr. Coffin said the proportion 
of horse-drawn trucks to motor trucks was about five to four. 

Mr. Coffin explained further that the freight charges on 
the Lackawanna were 40 per cent lower than the West Shore 
and the Erie and that the Pennsylvania is 26 per cent lower 
than the latter two. 

At the marine office of the Lackawanna it was said that 
no change in the tariff was contemplated, but that rates would 
be charged in accord with space occupied. 

Among the organizations represented at the meeting were 
the chambers of commerce of Bloomfield, Newark, Jersey City, 
Passaic, Paterson and Queens, the Motor Truck Club, the Mer- 
chants’ Truckmen, the Broadway Association, the Central Mer- 
cantile Association and the Merchants’ Association. 


PARCEL POST REGULATIONS 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following notices: 


Effective at once, unregistered parcel post packages will be ac- 
cepted for dispatch to the Sarre Territory when prepaid at the post- 
age rate of 12 cents a pound or fraction of a pound, plus a transit 
charge of 12 cents for parcels weighing up to 2 pounds; 20 cents for 
parcels weighing more than 2 pounds but not more than 11 pounds; 
and 36 cents for parcels weighing more than 11 pounds but not more 
than 22 pounds. 

The above modifie the item ,‘Sarre Territory’? appearing on page 
192 of the Annual Postal Guide for 1924, and on page 25 of the No- 
vember Supplement to the above-mentioned Guide. 

Effective at once, parcel-post packages for Siam will be subject 
to a transit charge of 20 cents per parcel regardless of weight, in 
addition to the postage rate of 12 cents a pound, or fraction of a 
pound, both the transit charge and postage rate to be prepaid by 
postage stamps affixed to the parcel at time of mailing. 

The above modifies the item ‘“Siam’’ appearing on payes 188 and 
228 of the annual Postal Guide for 1924. Siam should be added to the 
list transit rate countries between the items ‘‘Seychelles’” and ‘‘Sierra 
Leone’ on page 192 of the above-mentioned guide. 

The item ‘“‘Siam’’ appearing on page 25 of the November supple- 
ment to the current annual Postal Guide should be modified in ac- 
cordance with the above. 


AMERICA-HAWAIIAN SERVICE 


Owing to heavy offerings of eastbound traffic on the Pacific 
Coast for north Atlantic ports for delivery early in the new 
year, and a desire to move them promptly, the American- 
Hawaiian Steamship Company has scheduled its Freighter 
“Georgian” for an extra sailing from San Francisco Decem- 
ber 12, due to arrive at New York January 3. As westbound 
traffic at this time can be taken care of by regular scheduled 
sailings, the decision to berth an extra ship eastbound, it is said, 
will mean an actual loss to the company. 


THE ALASKA RAILROAD 


Operating revenues of the Alaska Railroad for its first fiscal 
year ending July 1, 1924, amounted to $907,173.88 as against 
$758,031.38 for the previous year, or an increase of $149,142.50, 
according to the annual report of the Secretary of the Interior. 
The road was Officially completed in July, 1923. The report 
said the increase in revenues pointed to a more stable condition 
economically in the railroad belt. Tourists travel increased sub- 
stantially. Operating costs were not stated. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Unloading Oriental Products from an American Oriental Mail Line 
Steamship at Seattle, the Gateway to the Orient 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT MADISON................ December 10 
PRESIDENT JACKSON ......... ........ January 3 
PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT ................... February 20 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


Io oa «0s oraltaves scakiavesetenwi warner he December 20 
WEST BRINIIOD., ooo ionic ccceccecessese December 25 
ON a os s1s. cies saree deowienawlneasiese January 15 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Pertland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 



















L. L. BATES, General Freight Agent, Seattle, Wash. 


< 


American _ 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line, NY, Ever-t-4bel-ae @lelaa-teela-) 
L. C. Smith Bldg., Seattle 
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Joint Service With 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
III. i clnicwnlea-biee Ou emee eats Dec. 6 Dec. 10 
Seer Dec. 16 Dec. 20 Dec. 24 
oo) Pare Dec. 30 Jan. 3 Jan. 7 
PETER KERR.........+-. Jan. 18 Jan. 17 Jan. 21 
eee -..Jan. 27 Jan. 31 Feb. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. ‘ 


Joint Service With 


HAMBURG-AMERICAN LINE 
NEW YORK TO HAMBURG 
tMOUNT CLAY .......Dee. 6 f{THURINGIA .......... Dec. 31 
CLEVELAND ........ Dee. 11 *DEUTSCHLAND ...... Jan. 8 
tWESTPHALIA ....... Dec. 18  tMOUNT CLAY........ Jan. 15 
*ALBERT BALLIN ...Dec, 27 tCLEVELAND ......... Jan. 22 


¢Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


PHILADELPHIA TO BREMEN AND HAMBURG 


KYPHISSIA (via Baltimore and Hampton Roads)......... Dec. 18 
MOUNT CLINTON (via Baltimore and Hampton Roads). .Dec. 27 
WESTERWALD (via Baltimore and Hampton Roads)....Jan. 6 


MONTICELLO (via Baltimore and Hampton Roads)....... Jan. 20 
BALTIMORE TO BREMEN AND HAMBURG 
KYPHISSIA (via Hampton Roads)............se.seeeeeees Dec. 24 
MOUNT CLINTON (via Hampton Roads)............... Jan. 2 
WESTERWALD (via Hampton Roads).................-+. Jan. 13 
MONTICELLO (via Hampton Roads)..............eeeeee8 Jan. 27 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 

IDARWALD ........ 
KYPHISSIA ........ 
MOUNT CLINTON . 
WESTERWALD ........ 
MONTICELLO 





eee ee 


NEW ORLEANS TO BREMEN AND HAMBURG 
IE iis 'vistsdessdesersanecwesss Second half of December 
ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 

PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 














CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
PITTSBURGH....... Mewes sue weeasens 4128 Jenkins Arcade Bldg. 
SG ie<'4<010-0:0's 0-0. ss cee ebiagceennwewes-eeiens 201 Mitchell Bidg. 
isn 46 :60'6:0:4:60 ccs cows coccsngeeceewegn me tanic: aan 
re ee Dichmann, Wright & Pugh, Ine. 
atin nnciencivevcce sens ecosswegesewe een C. H. Sprague & Son 
Ee ee re eer Los Angeles 8.8. Co. 
I EE re Richard Meyer Co. 
iinins¢0¢iceneees~eceaenee Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. ........ceccscece Dichmann, Wright & Pugh, Inc. 
GG oidis-< 0:0n 00:0 Sedioweeeiberd Columbia Pacific Shipping Co. 
ios ais wielicic-awaewisiesin-e eeseneeune Sudden & Christensen 
OR. rere rrr ree ...-Sudden & Christensen 
SAVANNAH.........-0+. mews penieeare eniowane M. J. Hogan & Co. 
pe eens ovneeus .+.+.-Sudden & Christensen 
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LASS RATES CASE 


Commissioner Eastman’s notice in No. 15879, Eastern Cla 
ate Investigation (see Traffic World, November 29), outlining 
the procedure and methods to be used in the conduct of the 


hearings to be begun in Washington, February 4, 1925, is as 
follows: 


THE 







By order entered May 13, 1924, the Commission, upon petition of 
carriers operating in official’ territory and of many interested ship- 
pers, instituted an investigation into the interstate class rates all- 
rail and/or partly by rail and partly by water between points in 
official territory, including the charges resulting therefrom (but not 
including classification ratings or rules, exceptions to the classifica- 
tion, or minimum carload weights), with a view to determining whether 
the said rates and charges are unreasonable or otherwise in contraven- 
tion of the interstate commerce act, and to make such findings and 
orders as may be necessary in the premises. By Fourth Section 
Order No. 8914 of May 20, 1924, 89 I. C. C. 470, relief from the fourth 
section with respect to said class rates has been denied, following 
a hearing at which the carriers failed to justify the existing depar- 
tures and stated that they expected to propose revised rates in con- 
formity with the fourth section, subject to such relief as present 
facts may warrant. By a notice issued with the order of investiga- 
tion, the carriers in official territory were requested to publish and 
distribute their plans for the revision of their class rates as soon 
as possible, in order that all interested parties might be advised 
thereof in advance of the hearings. 

Pursuant to this request the carriers have published their pro- 

posals for the readjustment of class rates: (a) within eastern trunk 
line territory; (b) between eastern trunk line and New England ter- 
ritories and central territory; (c) within central territory; (d) be- 
tween central territory east of the Indiana-Illinois line and Missis- 
sippi River and Illinois points; (e) within New England; and (f) 
between New England and eastern trunk line territory. 
, The first hearing in this investigatoin will be held at Wash- 
ington, D. C., beginning February 4, 1925. At this hearing the re- 
spondent carriers will be expected to submit consecutively such pro- 
posals and evidence as they may wish.to offer with respect to all the 
rates under investigation. For the convenience of all concerned, they 
are requested to announce aS~S0on as possible the order in which 
the various topics~or rate adjustments will be presented and the 
dates on which it is expected that the evidence under each head will 
be submitted. 

_Following the presentation of carriers’ evidence and cross-ex- 
amination, an adjournment will be taken for a brief period to afford 
added time for study of the carriers’ proposals. The time and place 
of further hearings for the introduction of shippers’ evidence and 
carriers’ rebuttal evidence will be announced later. At these hearings, 
further opportunity for cross-examination of carriers’ witnesses will 
be afforded if that appears necessary. 

It will not be the primary purpose of the inquiry either to add 
to or subtract from the aggregate revenues of the carriers, but 
rather to adopt a class-rate structure which will be as simple as it 
can be made, with due regard for the public interest, and free from 
undue prejudice, and which will serve the purposes that class rates 
ought to serve. This does not mean, necessarily, that proposed rates 
will be rejected upon the ground that they increase or decrease ag- 
gregate revenues. Before the proceding is closed it will be the pur- 
pose of the Commission to determine revenue effect, as nearly as 
may be, by some form of traffic test. In appraising revenue effect, 
the intrastate rates will be taken into consideration, and evidence 
in regard to such rates will be freely admitted at the hearings, al- 
though they are not directly in issue. It is hoped to have the co- 
operation of the state commission in the inquiry. 

The order instituting the investigation, since it contains no ref- 
erence to “foreign commerce,’ will be construed as excluding con- 
sideration of imports and export class rates. 

Some of the questions which should be considered in this investiga- 
tion are as follows: 

“*(1) Do conditions warrant a single level of class rates through- 
out official territory, If not, why exceptions, territorial or by classes 
of carriers, should be made, and by what difference in traffic, trans- 
portation or commercial conditions are such exceptions justified? 

“(2) Should all class rates throughout official territory be on 
a distance-scale basis? If not, should the rates for hauls within each 
of the three divisions of that territory and for the shorter inter- 
division hauls be on a distance basis, with the inter-division rates 
for longer distances on a specific or group basis; and if so, should 
the specific or group rates be based upon a distance scale using 
average distances to and from the groups, or how should they be 
determined? At this point attention is called to the fact that the 
carriers’ proposals covering inter-division rates between eastern trunk 
line and New England territories and central territory, provide for 
the preservation of substantially the present port and percentage 
group adjustments. If this plan be followed, what if any changes in 
the existing group boundries should be made? 

(3) If distance-scale rates are adopted in whole or in part, 
on what plan should the distances used in determining such rates be 
computed; by what considerations should the Commission be guided 
in fixing the rates for the initial distance; and what should be the 
rate of progression, and why? This involves the proper relation- 
ship between rates for the longer and rates for the shorter hauls. 

(4) How many classes should there be and what should be 


the percentage relationships of the lower classes to first class, and’ 


why? In the rates proposed by the carriers, the same number of 
classes that now exist in official territory have been used and the 
relationship between the classes is that followed in C. F. A. Class 
Scale Case, 45 I. C. C. 254, and Proposed Increases in New England, 
49 I. C. C, 421. It should be understood, however, that the Com- 
mission is not committed to any particular number of classes or to 
any particular percentage relationship of classes and that evidence 
should be presented to indicate the adjustment best fitted to meet 
the present and future needs of commerce. While the classification 
is not in issue, additional classes could be provided with an ap- 
propriate renumbering of existing classes, such additional classes to 
be utilized in connection with subsequent changes in classification, 
subject, of course, to review by the Commission. It is possible that 
such additional classes might afford a convenient substitute for 
certain commodity scales and classification exceptions of broad ap- 
plication. 

(5) <A desirable result of the investigation would be the lessen- 
ing of complaints of discrimination and prejudice as between compet- 
ing points or traffic, not only within official territory, but as between 
that territory and adpacent territories. Should rates within official 
territory be constructed in such manner as to harmonize as nerly as 
possible with rates in adjacent portions of southern and western ter- 
ritories and between official territory and such other territories? 


FFIC WORLD 






Vol. XXXIV, No, 28 


The number of classes, percentage relationship of classes, rate of 
progression and the general level of the rates all appear to be of 
interest in this connection. The question may also arise whether 
proportional rates lower that the locals should be established to anq 
from certain territorial gateways. Attention is directed to allegations 
made public by certain shippers that the carriers’ respective proposals 
are not consistent one with another. At the first hearings, carriers 
should either defend their present proposals in this respect, or sub- 
stitute other proposals which they are prepared to defend. 

“(6) Where adjustments of present rates appear to be indefensible 
from the point of view of transportation conditions, to what extent 
may the Commission properly be influenced in its action by the fact 
that the adjustment is one of long standing and that a change would 
cause disturbance in business conditions? 

“(7) Fourth section departures. If relief is desired from section 
4 in connection with any rates that may be proposed by carriers or 
others, irrespective of whether relief has been granted or denied as to 
existing rates, the situations in which such relief is desired and the 
justification therefor should be presented. Information requirred hy 
the Commission in passing upon applications for relief from section 
4 is set forth in Fourth Section Order No. 8900. In this connection 
attention is called to the limitations in that section with respect to 
relief, particularly to the following: 

‘* ‘But in exercising the authority conferred upon it in this proviso 
the Commission shal] not permit the establishment of any charge to 
or from the more distant point that is not reasonably compensatory 
for the service performed.’ ”’ 

To meet this requirement and to prevent wasteful transportation 
which may result from the routing of traffic over unduly circuitous 
routes, it may be necessary for the Commission to impose restrictions. 
= this purpose two forms of limitation have been suggested, as 
ollows: 

“(1) That the relief shall not apply to circuitous routes that are 
more than a certain per cent longer than the short line between com- 
petitive points, the percentage varying according to the length of 
haul involved; for example, 125 per cent longer when the short-line 
distance does not exceed 25 miles; 100 per cent where the the distance 
by the short line is 26 to 50 miles; and 80 per cent where the short- 
line distance is from 50 to 100 miles, etc., or 

(2) That the relief shall not apply when the rate which is to 
be established by the circuitous line to meet short-line competition is 
less than a certain per cent of the rate under the distance scale, 
where one is prescribed, for the mileage of the circuitous line; for 
example, if the rate under the scale of the distance over the cir- 
cuitous route is 30 cents, the relief would not apply if the rate pro- 
posed to meet short-line competition is less than 80 per cent of such 
normal rate of 30 cents. ‘ 

“Consideration should be given at the hearings to these sugges- 
tions, and to other plans of limitation that may be offered as sub- 
stitutes therefor. ' . : 

“Testimony with respect to particular routes or situations will 
not be expected at the first hearings, except to illustrate and make 
clear the character of relief desired, and with this exception will 
perhaps not be needed at all. ‘ 

“(8) Rail and water rates. Should rates of this character he 
constructed on the basis of a differential relationship with the cor- 
responding all-rai]l rates or on the basis of a distance scale using 
constructive mileage for the water haul? If the former, what should 
be the masure of the differentials to be used and how determined? 
If the latter, what constructive mileages should be used, and why? 

“Particular attention is called to the fourth section, in con- 
nection with these rates, and to the necessity that the carriers either 
propose rates in conformity with that section or justify such relief 
as may be sought. It may be that a mere desire to maintain existing 
relationships to all-rail rates will not be deemed sufficient justifica- 
tion for departures from the fourth section.” . 

The above suggestions are offered as indicative of some of the 


- {important lines of information which, in the opinion of the Com- 


mission, should be developed by the investigation, but are not in- 
tended to exclude evidence upon any other points. 

Since the record promises to be lengthy, every effort should be 
made by the representative, both of the carriers and of the shippers, 
to condense their evidence into the smallest possible compass. Ex- 
planations of exhibits which duplicate at length what is shown on the 
face of the exhibit should be avoided. Discussion of past decisions 
of the Cimmission should ordinarily be reserved for brief and argu- 
ment. Evidence which is merely cumulative should be avoided, cross- 
examination should be directed to the development of the facts and 
not allowed to degenerate into argument. Copies of exhibits should 
be available for all parties of record, and this will necessitate 4a 
generous supply. It has been suggested that the investigation will 
be facilitated and expedited by a daily transcript of the testimony, 
prepared and distributed at the place of hearing. All who desire such 
a daily transcript are requested to so state to the Commission as 
soon as possible, in order that it may be determined whether there is 
sufficient demand to warrant such procedure. 





ROADS USE MOTOR TRUCKS 


“Facts About Railroad Use of Motor Trucks,’ a pamphlet 
issued by the National Automobile Chamber of Commerce, con- 
tains facts obtained by the truck department of that organiza- 
tion in an investigation spread over six months. It says that 
33 railroads in this country and Canada are now using motor 
trucks as part of their shipping service; twenty-one roads 
contemplate or are investigating the use of trucks for the first 
time, or expect to add to their present trucking service; nine 
roads use containers, involving auxiliary truck service; six 
roads contemplate the use of trucks; one hundred and seventy- 
four lines in the United States, Canada and Mexico are using 
a total of 483 gasoline rail motor coaches, and twenty of these 
roads plan to add equipment; and that twenty-four railroads 
not now having gasoline rail motor .coaches contemplate or are 
investigating their use. 


Of the roads listed as using trucks, some of them do so 
under contract with motor terminal companies, such as that at 
Cincinnati and the Columbia Company, at St. Louis, to trans- 
port L. C. L. freight and to make a limited form of store-door 
delivery. Some of the roads are employing trucks to do the 
work of the local freight trains in handling L. C. L. freight, and 
nine roads have plans under way for using the motor service 
in connection with terminal movements. 
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One of America’s 
Leading Hotels 
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Che St. Charled ome ow 


One Thousand Guests 


NEW ORLEANS 
Every Railroad Entering New Orleans Has Its City Office in the Hotel 


ALBANY, W. Y. | 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 






Serving New York 
and Pennsylvania F; rom the H ub 
Elmira is the natural distributing center for these two densely 
Ss States which have anny ee great buying-power 
by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and laid for storage. 


i. r Rice Storage Corp’ a, ELMIRA, N. Y. 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 
Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 








Petry Express & Storage Co. luc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 





PHILADELPHIA, PA. " . 
: Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 





Main Office: 121-123 North Front Street 
We solicit your inqu ries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 



















100 Townsend St., SYRACUSE, N. Y. 








Mutual Transportation Co., Ine. 


Henry Coburn Storage & Warehouse Co., Indianapolis 


THE HUB WAREHOUSE OF THE CENTRAL STATES 
16 Steam Railroad Divisions 


Merchandise Storage — Quick Shipments — Distribution Cars 


“Coburn Service for Efficiency’’ 





AMARILLO, TEXAS 
Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 





GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 
ee 


Track Capacity, 25 
Latest and Best Equipment for (<e Handling. 


General Merchandise Storage 
High Grade Service Gunra mteod. 


ble Warehouse _——— Issued. 
Pool Car Distributio 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 












SPUR TRACKS 


running into our Warehouses and Merchandise unloaded 


UNDER COVER 


is only one of the many items of 
SERVICE 


we offer to Brokers 


Office Facilities in the Same Building. SEE US FIRST 


The Los Angeles Warehouse Co. 


316 Commercial Street 


Do not confuse us with the Transfer Company of similar name 





13 Traction Line Divisions | 








KENT ENT STORAGE COMPAN 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 22 
totaled 1,010,122 cars, the highest on record for the period of the 
year involved, according to the car service division of the 
American Railway Association. This was the eleventh week 
this year, the total loading exceeded 1,000,000 cars. 

The total was an increase of 18,823 cars over the corre- 
sponding week last year and an increase of 63,480 cars over the 
corresponding week in 1922. It also was an increase of 336,657 
cars over the corresponding week in 1921 and 206,421 cars 
over the same week in 1920. 

Compared with the preceding week this year, however, the 
total for the week of November 22 was a decrease of 5,582 
cars due to the usual seasonal falling off in freight traffic. 

Coal loading totaled 195,533 cars, the greatest number 
loaded during any one week since February 9, 1924. This was 
an increase of 7,324 cars over the preceding week and an in- 
crease of 13,301 cars over the same week in 1923, but a decrease 
of 3,211 cars under the same week in 1922. 

Grain and grain products loading amounted to 59,697 cars, 
an increase of 4,384 cars over the week before and 7,615 cars 
above the same week last year. It also was an increase of 
4,791 cars above two years ago. In the western districts alone 
grain and grain products loading totaled 39,224 cars, an in- 
crease of 6,424 cars over the corresponding week last year. 

Loading by districts the week ended November 22 and for 
the corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 11,460 and 11,431; live 
stock, 4,638 and 4,376; coal, 48,419 and 53,306; coke, 2,506 and 2,545; 
forest products, 5,702 and 6,071; ore, 2,327 and 2,654; merchandise, 
L. C. L., 69,567 and 68,516; miscellaneous, 86,333 and 91,745; total, 
1924, 230,952; 1923, 240,644; 1922, 238,858. 

Allegheny district: Grain and grain products, 4,532 and 3,450; 
live stock, 3,579 and 3,135; coal, 49,305 and 51,735; coke, 4,635 and 
5,682; forest products, 3,402 and 3,721; ore, 3,107 and 7,431; merchan- 
dise, L. C. L., 51,802 and 51,704; miscellaneous, 74,836 and 73,781; 
total, 1924, 195,198; 1923, 200,639; 1922, 203,548. 

Pocahontas district: Grain and grain products, 283 and 284; live 
stock, 278 and 166; coal, 35,796 and 22,805; coke, 429 and 539; forest 
products, 1,549 and 1,745; ore, 50 and 189; merchandise, L. C. L., 
7,358 and 6,665; miscellaneous, 4,687 and 4,356; total, 1924, 50,430; 1923, 
36,749; 1922, 30,073. 

Southern district: Grain and grain products, 4,198 and 4,117; live 
stock, 2,713 and 2,771; coal, 25,774 and 21,595; coke, 885 and 977; forest 
products, 25,231 and 24,205; ore, 1,259 and 1,542; merchandise L. C. L* 
41,486 and 41,416; miscellaneous, 55,551 and 49,576; total, 1924, 157,097; 
1923, 146,199; 1922, 139,194. 

Northwestern district: Grain and grain products, 8,231 and 14,660; 
live stock, 12,699 and 11,419; coal, 10,755 and 8,765; coke, 1,185 and 
1,504; forest products, 16,718 and 18,206; ore, 4,941 and 9,846; mer- 
chandise, L. C. L., 30,543 and 30,394; miscellaneous, 37,516 and 36,454; 
total, 1924, 132,588; 1923, 131,248; 1922, 118,960. 

Central Western district: Grain and grain products, 14,923 and 
13,508; live stock, 16,471 and 14,381; coal, 19,634 and 18,280; coke, 
388 and 271; forest products, 10,375 and 11,170; ore, 3,113 and 2,710; 
merchandise, L. C. L., 36,978 and 36,418; miscellaneous, 61,592 and 
62,519; total, 1924, 163,424; 1923, 159,257; 1922, 156,495. 

Southwestern district: Grain and grain products, 6,070 and 4,632; 
live stock, 3,673 and 3,187; coal, 5,870 and 5,766; coke, 199 and 203; 
forest products, 9,041 and 9,056; ore, 519 and 497; merchandise, L. 
Cc. L., 14,982 and 15,583; miscellaneous, 40,079 and 36,639; total 1924, 
80,433; 1923, 75,563; 1922, 59,514. 

Total, all roads: Grain and grain products, 59,697 and 52,082; 
live stock, 44,051 and 39,435; coal, 195,553 and 182,252; coke, 10,177 
and 11,721; forset products, 72,018 and 74,174; ore, 15,316 and 24,869; 
merchandise, L. C. L., 252,716 and 250,696; miscellaneous, 360,594 and 
355,070; total, 1924, 1,010,122; 1923, 990,299; 1922, 946,642. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 

© WOGKS OF JOUR os. cicccicccivcic 3,362,136 3,373,965 2,785,119 
© WOEMS OF WODIUATY «oc cccciccceccccn 3,617,432 3,361,599 3,027,886 
D WO GE BEAVCR ok ccccvcevcnscdaces 4,607,706 4,581,176 4,088,132 
NE GE NIN 56 ba 0 are hee:s\earslsieu vane 3,499,210 3,764,266 2,863,416 
5 OOM OE. NIG a9 vi0i'9:0'e0.c-ci0 es eeaaicisic 4,474,751 4,876,893 3,841,683 
RE OE DU ike choi wicceescncenee 3,625,472 4,047,603 3,414,031 
ee ee Se ee 3,526,500 3,940,735 3,252,107 
2 YS OO ee ee 4,843,404 5,209,219 4,335,327 
4 Weeks of September................ 4,146,403 4,147,783 3,699,397 
BS WOOO OF CCC oooh ciitewcsccecces 4,380,149 4,312,650 3,913,046 
Week of November 1.............+- 1,073,430 1,035,849 979,851 
Week of November 8.............2. 994,504 1,036,221 944,186 
Week of November 15............. 1,015,704 992,050 957,564 
Week of November 22.............. 1,010,122 990,299 946,642 
EE. aic-inictetale wi ila eh scar tcepaetbras 44,176,923 45,670,308 39,048,387 


OCTOBER OPERATING RESULTS 


Operating revenues of Class I railroads having a total mile- 
age of 236,172 miles amounted to $572,600,000 in October, ac- 
cording to reports for the month compiled by the Bureau of 
Railway Economics from returns filed by the carriers with the 
interstate Commerce Commission. This was a decrease of $15,- 
314,000 or 2.6 per cent under the same month last year. Con- 
tinuing its review, the bureau said: 





Operating expenses totaled $403,663,800, a reduction of $41,676,- 
650 or 9.4 per cent under those for October, 1923. 


The net operating income for the Class I railroads in October 
was $127,105,100 compared with $103,775,700 in October last year 
or an increase of $23,329,400. In September, 1924, the net operating 


income was $116,760,259. 


The net operating income is what is left after the payment of 
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operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

Class I railroads for the first ten months this year had a net 
operating income of $805,075,000, which was at the annual rate of 
return of 4.31 per cent on their property investment, compared with 
$826,616,250 or 4.56 per cent for the same period last year. 

Earnings by districts for the first ten months with the percentage 
of return based on property investment on an annual basis follows: 


Do rrr eee rr ee $ 28,491,914 3.49% 
Oe eer ee ee re 153,621,545 4.86% 
Central Bastern Region..........ceceesrocceves 165,357,255 4.28% 
Pocahontas Region .......ccceseesecccccccccees 40,430,969 5.52% 
Total Eastern District...+..........ss.00- 387,901,683 4.53% 
Total Southern District. .........cccccsece 115,161,402 5.27% 
INOPERWERLETH TROBION occ cccsesccvesicescveccen 82,499,412 3.07% 
Central Western Region ........cccccssccccces 147,898,178 4.18% 
BOUL WENEGEH FUCRIOD  occicccicewccrecssceecsene 71,614,403 4.26% 
Total Western DIStrict...6iiesscccsiceveseece 302,011,993 3.82% 
I I idk cna ianinncatiel 805,075,078 4.31% 


Eleven Class I carriers operated at a loss in October, of which 
seven were in the eastern district and four in the western district. 
In September eight roads had operating deficits. 

While operating revenues in October showed a decrease of only 
2.6 per cent, operating expenses decreased 9.4 per cent. This de- 
crease in operating expenses in part was due to a reduction of 
$26,838,750 or 12.5 per cent in maintenance expenses for the month 
of October compared with the same month last year. For the ten 
months period alone, there was a reduction in maintenance ex- 
penses of $192,857,000 or ten per cent. 

Expenditures in October for maintenance of way alone showed a 
reduction of $6,261,931 or 7.7 per cent compared with the same month 
in 1923, while the reduction in expenditures for maintenance of 
equipment in October this year compared with the same month 
last year amounted to $20,576,800 or 15.4 per cent. 

Class I railroads in October, out of each dollar of operating reve- 
inues, spent 70.50 cents for expenses, the lowest operating ratio for 
any single month since July, 1918. The operating ratio for October 
last year was 75.75 cents. 

Carriers in the eastern district had a net operating income in 
October of $51,735,450 compared with $37,748,695 in October last 
year. Freight traffic in the eastern district in October, according 
to incomplete returns, was about three per cent under the cor- 
responding period last year. Operating revenues of the eastern 
carriers totaled $269,428,700, a decrease of five per cent under October 
the year before. Operating expenses totaled $199,987,650, a decrease 
of 12.7 per cent under the same month last year. Class I carriers 
in the eastern district earned during the first ten months this 
year $387,901,680 compared with $419,243,150 during the correspond- 
ing period last year. ’ : 

Class I carriers in the southern district in October had_a net 
operating income of $13,798,900 compared with $11,793,250 in October 
last year. Freight traffic on the southern roads in October was 
about 2.5 per cent above the same month last year. Operating reve- 
nues of the southern carriers in October totaled $69,598,450, a 
decrease of 2.1 per cent under the same month last year, while 
operating expenses totaled $51,420,200, a decrease of seven per cent 
compared with October, 1923. The net operating income for the 
Class I roads in the southern district for the first ten months this 
year was $115,161,400 compared with $107,843,000 in the same period 
last year. : , , 

Carriers in the western district had a net operating income in 
October of $61,570,700 compared with $54,233,760 for the same month 
last year. Freight traffic in the western district showed an increase 
of approximately seven per cent over October, 1923. Operating reve- 
nues of the western carriers totaled $233,573,000, or practically the 
same as those for October last year while operating expenses totaled 
$152,256,000, a decrease of 5.4 per cent. Class I carriers in the west- 
ern district the first ten months of this year had a net operating 
income of $302,011,990 compared with $299,531,000 in the same period 
one year ago. 


CONDITION OF EQUIPMENT 


A decrease of 5,236 in the number of freight cars in need 
of repair on November 15, compared with November 1, was 
reported by the carriers to the car service division of the Amer! 
can Railway Association. The total numver in need of repair 
on November 15 was 185,307, or 8 per cent of the number on 
line. 

Freight cars in need of heavy repair on November 15 
totaled 147,359, or 6.4 per cent. This was a decrease of 3,344 
compared with November 1. Freight cars in need of light re- 
pair totaled 37,948, or 1.6 per cent, a decrease of 1,892 com- 
pared with November 1. 

Class I railroads on November 15 had 11,637 locomotives in 
need of repair, 18 per cent of the number on line. This was 
an increase of 542 locomotives over the number in need of 
repair on November 1, at which time there were 11,095, or 17.2 
per cent. 

Of the total number, 6,485, or 10 per cent, were in need 
of classified repair, an increase compared with November 1 of 
294, while 5,152, or 8 per cent, were in need of running repair, 
an increase of 248 during the same period. 

_ Class I railroads on November 15 had 4,818 serviceable 
locomotives in storage, an increase of 42 over the number in 
storage on November 1. The railroads the first half of No- 
vember repaired and turned out of the shops 35,420 locomotives, 


a decrease of 813 compared with the number repaired the last 
half of October. 








You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Foreign Freight 
Forwarders 


Established 1884 


D.c. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


DETROIT, MICH. 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 


5075 Grand River Avenue, Detroit, Mich. 


DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 
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OMAHA, U.S.A. 





The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 









ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 
A. T. & 8. F. Ry. S 
G. ’ 
I. C. R. 

R. R. Penna. Railroad 
M. St. P. & S. Ste. M. Ry. (Soo Line) 

Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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Freight Routing 


Twenty-fifth of a Series of Twenty-six Articles on the subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


The situations described in previous articles were difficult 
in themselves, not only in connection with less carload freight 
shipments, but also on account of their reflection on the modes 
of transportation other than freight. It seemed obvious and 
natural to the average merchant, shipper, or traffic manager at 
that time, taken unawares by this unusual and congested con- 
dition of the railroads, to turn to the express companies’ 
service for relief and to forward their shipments via this 
facility in order to expedite the delivery. This resulted in 
the expres companies receiving shipments in much larger 
volume than was usual—shipments of a size, weight, and nature 
that were more properly freight shipments. In turn, this taxed 
the receiving, consolidating, and forwarding facilities of the 
express company. Coupled with this was the further chaotic 
and congested condition, due to the fact that the express com- 
panies collected by truck at point of origin and delivered by 
truck to store door at destination and, in consequence of the 
huge volume offered them, their receiving and delivering sys- 
tems were taxed beyond their physical possibilities. 

In order more clearly to realize this condition and visualize 
the problem confronting the express officials, let us cnsider 
the wagon facilities that were planned and intended to make 
collections of a large number of small packages to be taken 
to the consolidating point or depot and to be loaded and for- 
warded. The condition that existed on tendering such large 
shipments which, in many cases, consisted of case goods weigh- 
ing several hundred pounds, can be more readily seen. For 
instance, a wagon that ordinarily would make close to a hun- 
dred pickups would make but one, two, or three, and, on 
account of the nature of the goods tendered, would then be 
completely loaded, in many instances accepting shipments too 
large or heavy to be loaded in the pickup wagon or handled 
by the driver. It has always been a question in the mind of 
tie writer whether or not this diversion of freight to express 
was justified, or if it was the result of a condition brought about 
by the unpreparedness or lack of foresightedness of shippers 
coupled with lack of cooperation with the carriers or by the 
carriers. 

It is true that there may have been some Justitication 
for this action during the time the switchmen’s strike existed. 
However, shipments that were more properly freight ship- 
ments were tendered to the express company before and after 
the switchmen’s strike was a factor. This means of forwarding 
freight shipments through the medium of express service neces- 
arily caused a large proportion of what can best be described 
as express shipments to be diverted to parcel post, which was, 
in turn, so badly congested that it was necesary for the post 
office officials to construct temporary mail or parcel post 
rooms over sidewalks and in many exceptional and unusual 
places, though it was interesting how the problem was han- 


dled, as it indicated the ingenuity of the officials in times of 
stress. 


After several months of these conditions, which were being 
worked very well, transportation facilities of all kinds were 
further impeded by the most destructive snow storm in 
years. Snow and ice, almost a foot thick, covered the entire 
east and bound freight cars so that it was impossible to move 
them. The freight yards were, in many instances, absolutely 
snowbound and in the cities, where the streets were also cov- 
ered, street cars were stalled at various places and practically 
abandoned for several weeks. On account of this condition it 
was impossible for a time to operate horse-drawn vehicles and 
almost impossible to operate motor trucks, and railroad move- 
ment, freight, express, or parcel post, was completely stopped. 
It was fortunate that the holiday season was past, but the 
spring buying was close at hand and spring shipping was the 
immediate problem. The traffic officials of the carriers were 
confronted with a problem such as never existed before, and 
the commercial traffic manager was as never before challenged 
by a condition seemingly insurmountable. It was an unusual 
and remarkable coincidence, as well as a most precarious one, 
on account of the fact that it affected, to the greatest extent, 
the movement of spring merchandise, which is highly season- 
able, whether it be either clothes, shoes, cultivators, brooders, 
or cotton piece goods. 

Coupled with these difficulties, occasioned by the nature of 
the goods, was the additional fact that the territory suffering 
the most from these conditions was the territory that ships the 
largest percentage of this class of merchandise. These cumu- 
lative conditions confronted the traffic manager and shippers 
and, regardless of the seemingly impossible conditions, the 
fact remained that the merchandise must be moved in order 
to protect the market. Many concerns having no traffic depart- 


ments were at the mercy of the conditions that existed. No 
doubt great sums of money were lost and it is within the 
knowledge of the writer that for months a number of mer. 
chants in the west received practically no merchandise and at 
the end of the season many manufacturers in the east had been 
unable to ship their seasonal goods. Many concerns having 
traffic departments which, through a misunderstanding of their 
scope, were unable to function promptly or to viSualize condi- 
tions, were practically in the same class as concerns that had 
no traffic department. A few concerns fortunate to have traffic 
officials fundamentally sound in their knowledge of transporta- 
tion—especially routing—carried on with little interruption and 
were not seriously affected; all credit for the condition of 
their business, the upkeep of their sales, and their financial 
welfare was due to the activity of their traffic officials, in that 
they were properly prepared at least to obtain such Service 
as was open to them. 

Many traffic departments in the central west had men for 
months throughout the east keeping in close touch with the 
situation. About the first break or possibility of relief was 
offered by the express companies, which were able to accept 
shipments at certain large centers destined to other large 
centers if delivered to them. For a time the express companies 
received shipments for Chicago, St. Louis, and a few other 
points at New York only, and then only under the condition that 
shipments be delivered to them at their stations. This was 
due to the inability to operate their pickup service on account 
of the condition of the streets. The representatives of several 
large concerns in close touch with this situation and anticipat- 
ing it, had arranged special servica at their own expense to 
consolidate their shipments at New York from various points 
from New England to Philadelphia territory. It is to the credit 
of the motor truck lines in these territories that they were in 
position to bring these shipments to New York so that when 
the express company could receive only shipments delivered to 
them at that point, as a matter of fact the traffic represent- 
ative was forwarding to his company in the west shipments 
from many New England, Pennsylvania, Connecticut, and New 
York manufacturers. As a further example of cooperation it 
was possible for several of these traffic representatives to get 
together and cooperate with each other, to a certain extent, 
and with the express company, advising the express company 
how much they would have at a certain time and for what 
destination. 


A study of this situation and the results obtained is the 
answer to some criticism at that time of the service given 
some shippers not afforded to others; but it is evident that it 
was only afforded them through their cooperation and it could 
have been afforded others if they had cooperated to a similar 
extent. For a time it was necessary, in many instances, for the 
express company to load shipments in box cars which, on 
account of their nature in construction, air line, etc., could 
not be forwarded in passenger trains. In consequence, the 
express service was not necessarily of the best. This was also 
true, to a certain extent, in forwarding parcel post, due to the 
fact that the cars unloaded could not be shunted around so 
that the equipment could be used to the full extent in accord- 
ance with its nature. In cases of this kind the traffic repre- 
sentatives on the ground could at times locate a baggage or 
express car at some particular terminal and arrange to truck 
the merchandise to this terminal for forwarding, thereby get- 
ting passenger train service rather than freight train service. 
Eventually the express companies were able again to function 
in a restricted way and later entirely, and offered their wagon 
and motor truck collection service. 


About this time some of the carriers were able to modify 
their embargoes so as to accept carload freight. The various 
traffic representatives on the ground at that time, through 
cooperation with each other, were able to load full carloads of 
merchandise for various concentration points and have them 
carded direct to destination, though, in most instances, the 
shipments were not billed at carload rate, but a car was fully 
loaded and was consigned to one destination, thereby moving 
as a carload shipment under embargo as modified. 

A later development that was not necessarily systematized 
but was possible through the cooperation of the traffic repre- 
sentatives and the carriers, permitted the carriers to accept 
less than carload shipments at certain points for certain destin- 
ations on certain days. In many instances it was not decided 
until afternoon of the preceding day just what destinations 
would be accepted and in some cases even the amounts to be 
accepted were restricted. For instance, a certain line, through 
fortunate circumstances, might have eight empty cars and would 
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No matter where 
your plant may be 
you are in a position fo 
make prompt delivery from 


) Me St.Louis Gateway 
to points in the great market of the 
WEST and SOUTHWEST 
if you use the advantages of the 
COLUMBIA 
MERCHANDISE STORAGE 
WAREHOUSE 


FA mammoth unit operated in 
; lemeitin with the largest system 
= of freight handling facilities in Ameria 





























Columbia Terminals Company 
ST. LOUIS 

"from our Warehouse 

to your customers" 















A WAREHOUSE a within the 


to six days in deliveries to SOUTHWESTERN TE} TERRITORY 
MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE C0. 


828-36 WEST FOURTH STREET 
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te 
CARIBBEAN E 
N 


Gua LI 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
Through bills of os issued 4 ~ Gulf Ports to en ond ame New 

Zealand, Dutch East Indies, for Transshipment at 


Through bills of lading from aah Porte 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. 


15 Moore St. 
New York City 


Ship by Water 


“(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
ttle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 

Pa. Pittsburgh, Pa. Chicago, Ill. 
Drexel Bldg. Oliver oy a oy Dearborn St. 
t our Branch Offices at ports of call, 





Baltimore, Md. 
39 South St. es 
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accept less than carload shipments on that day if destined 
Pittsburgh, Pa., proper, to the extent of possible loading of 
these eight cars, whereas another line might be in the same or 
similar condition and accept shipments for Chicago to the 
extent of loading in the cars available. 

Conditions of this kind indicate the acme of cooperation by 
the officials of the carriers and the possibility of movement 
under most adverse conditions made possible through the co- 
operation of the traffic representatives of either shipper or 
receiver. However, it also indicates that in order to cooperate 
to the fullest extent sufficient interest, must be taken by the 
merchants in their own goods to be shipped or received, and 
that there must be a_ representative, properly informed, 
thoroughly grounded in all phases of transportation, and 
authorized to accept the responsibility of routing neceSsary to 
cooperate in accordance with conditions confronting him from 
day to day. 

It is true that, in many instances, the cost in connection 
with transportation was exceedingly high, but the fact remained 
that the shipments were moved and sales were consummated. 
It is hoped that similar conditions will not exist again, and in 
all probability it will not; however, it is only by the study of 
past conditions and a knowledge of methods used in surmount- 
ing them that we can guide ourselves in solving problems in 
the future. The predominating factor in connection with the 
entire situation is, no doubt, the fact that a great deal can be 
done through proper cooperation of shipper and carrier, whether 
it be freight or express, and it is to the credit of certain con- 
cerns and their traffic managers that their business was im- 
peded to the minimum regardless of these extraordinary condi- 
tions; it is a great tribute to the cooperation of the carriers’ 
officials that, regardless of the seeming impossibility, they did 
the best they could and, in many instances, gave service of 
inestimable value to shippers. It had been said for a time that 
the elimination of competition in express circles would have 
an affect that would not be to advantage of the shippers and 
conditions were such that the express company, operating with- 
out competition, faced, as one of its first problems, one of the 
most difficult situations which it will ever have. Results are 
particularly to its credit, which is perhaps the best answer as to 
the effect of express competition vs. service by one express com- 
pany. 

A number of shippers’ and traffic managers who, in the esti- 
mation of the writer, did not understand their jobs, did not 
know the situation and, in their ignorance, obtained some re- 
sults. through unethical methods and brought about a condition 
which, to a great extent, destroyed the morale of freight and 
yard employees. Instances of this kind were, to great extent, 
the result of ignorance on the part of the persons attempting 
to handle transportation problems which they did not understand 
and methods used by them proved for several years to be a 
boomerang. This suggests to the mind of the writer the fact, 
that has always been recognized to a certain extent, that there 
is a certain code of ethics in routing that should be considered 
by all shippers in the relationship to the carriers and, regardless 
of the factors considered in this or previous articles, they should 
be guided by certain unwritten laws that are practically agreed 
on by the highest grade commercial traffic officials, as well as 
railroad officials. This code of ethics, if adhered to, will result 
in a greater understanding and better results being obtained, 
regardless of the problem confronting the shipper. The writer 
will discuss the subject of ethics in routing in the next and 

le of this series. 


BOARD ORDERS WAGE wine 


\ 
An increase in wages of approximately 5 per cent—the Néw 
rk Central increase—was awarded engineers and firemen on 
43 western railroads by a decision of the Railroad Labor Board, 
Nov. 29. This will mean an additional expenditure of $4,000,000 
annually for the roads involved. 


The new schedules of pay range from $6.16 to $7.16 a day 
for engineers in passenger service, and from $4.56 to $5.76 for 
firemen. In freight service, engineers will get from $6.84 to 
$8.76, and firemen from $5 to $6.51. The various rates depend 
on the weight of engines operated. 


The decision was given out by the board without hearing 
the testimony of the representatives of the men’s organization, 
an action made possible, as indicated recently by Vice Chairman 







Hanger, by the fact that testimony was already before the board, 


in the Southern Pacific case heard several years ago, which in- 
volved practically the same issues, and by the board’s request for 
the many exhibits of rules and rules’ history to be furnished by 
the carriers. 

Chairman Hooper said the action was taken because it did 
not seem fair to the many employes involved to hold up the de- 
cision until the litigation was settled in the matter of whether 
or not the representatives of the engineers and firemen could 
be required to testify. He also referred to the old case before 
the board which enabled it to go over testimony that was sim- 
ilar to what the members believed would have been put in by 
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the men, and to the lengthy and careful cross-examination by 
the board of the carriers’ representatives. 

The decision dealt also with rules and made a number of 
changes not in line with the desires of the employes. One of 
the rules relates to the making of short trips and says: “Engi. 
neers and firemen may be called on to make short trips or turp. 
arounds with the understanding that one or more turnaroun4 
trips may be started out of the same terminal and paid actua) 
miles, with a minimum of 100 miles a day.” The rule relating 
to tonnage lifted a restriction that many agreements made oy 
the amount of tonnage handled. It says that “rules in existing 
agreements between carriers and the organizations party to this 
dispute, restricting the tonnage handled in trains, shall be eli. 
inated.” 

A few of the rules in dispute were not settled, according ig 
Chairman Hooper, and some were ordered to be considered by 
the parties to the dispute. The delay in regard to three rules 
was effected, it was indicated, so that they might be settled 
when more testimony could be entered from the men. 


TELEGRAPHERS GET RAISE 


Increases amounting to $228,500 annually were awarded 
2,867 employes on three western railroads, by the Railroad La. 
bor Board, in a decision December 2. There were 4,799 teleg- 
raphers on five railroads involved in the case, but only those 
employes classed in section one on the Sante Fe system, the 
C. I. & W. and the D. & R. G. received raises. 

The decision explained that, though an attempt was made 
to establish rates of pay that would compare favorably with 
those existing on other lines, no effort was made to standardize 
the rates at this time. No increases were made on the Central 
of New Jersey nor on the Southern Pacific, and no employes 
classed in section two, or agents at small non-telegraph stations, 
received the benefit of the increase. 

The decision makes the higher rates of pay retroactive to 
November 16, while the changes in rules became effective De 
cember 1. Among the rules was that of time and a half for 
overtime, upheld by the board, but it reserved for later action 
the question of vacations with pay. 

The board began, December 3, to tabulate the results of a 
secret ballot of the telegraphers on the Pennsylvania, which it 
ordered, February 8, after the question of proper representa- 
tives of the men was raised. Both the local unions on the 
Pennsylvania and the Order of Railway Telegraphers claimed 


the right to represent the men, so that the board caused a 
secret vote to be taken. 





FIX OVERTIME PAY 

More than 350,000 employes of maintenance-of-way and shop- 
craft classification on twenty railroads of the east and central 
west get time and a half for Sunday and holiday work by a 
decision of the Railroad Labor Board, issued December 1. 
Those employes whose work is required in continuous service 
as a necessary part of operations will continue to be paid on 
the former basis, so that all members of the two classes are 
not benefited by the decision. 

The board denied the workers overtime for labor after 
eight hours of employment. Time and a half pay for overtime 
does not start until after the tenth hour. A rule providing for 
the payment of double time after sixteen hours was denied. 
In regard to those engaged in continuous service such as might 
be considered necessary to railway operation, overtime is de- 
nied on the seventh day of each week on the ground that their 
work was in the monthly instead of the weekly classification. 

It was sfid that the employes did not regard the decision 
as leading to an increase in wages, and looked on the denial 
of time and a half for such classes as section hands, until 
after the tenth hour, a denial of the eight hour day for main- 
tenance-of-way and shop labor. 


DESPATCHERS ASK RAISES 

An increase in pay from $235 to $275 a month was asked 
by the train despatchers on the D. & R. G., Erie, K. C. S., 
Minn. & Internat., M. K. & T., Nor. Pac., Sou. Pac. and the 
Wabash, at a hearing before the Railroad Labor Board of the 
dispute between the American Train Despatchers’ Association 
and those lines. The lines involved were those whose case 
was not heard at the main hearing of this dispute several 
months ago. 

The despatchers on the Southern Pacific asked for one 
rest day in seven and pay for holidays and Sundays. The em- 
ployes of the M. K. & T., the K. C. S., the Sou. Pac. and the 
Wabash sought an annual vacation of two weeks with pay. 

The position of the carriers was that the schedule of liv- 
ing costs did not make the higher wages seem necessary, and 
they entered exhibits of comparisons of living costs and wage 
schedules to uphold their contention. The question of annual 
vacations had been considered before in conferences between 
the roads and employes, but nothing could be satisfactorily 


settted with regard to the matter and it was thought best to 
have the board decide. 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


General Offices: 


t N k Ti inal 
ae 4300 5 Nassau, St., New York City 
Te lephone Rector 0020 


General Agencies: 


Beaumont, bag Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antenie, San Francisce 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New bees Philadelphia, Baltimore and Norfolk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 
SANTA PAULA December 16 
*VENEZUELA December 26 


December 30 


Through bills of lading issued for transshipment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


FRANCISCO — LOS ANGELES 
*ECUADOR renee 15 December 17 
SANTA MALTA December 24 December 26 
*COLOMBIA January 7 January 9 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Co Corinto, Canal Zone, Havana (Eastbound ). 


Fares te Les Angeles er San Francisco, First Class, $250, $278 and $300 
PANAMA SERVICE 


Between San Francisce, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CITY OF PANAMA sails from San Francisco December 10 


PACIFIC MAIL S. S. COMPANY 


10 Hanover So New Yor 608 California ae San Francisco 
5 Central Bldg., Los * Angle, Calif. 


ALSO ~~ 


oge Bidg. orfollk, we —e. & Stge.Co. 
atte Bldg. Cleveland 
oe Bldg. 
240 Bourse Bidg. 
Wikeiaeoe, Del., Marine Termini 





Distribute 


MINNEAPOLIS 


to 

by ~ZZe Largest 
[rade lerritory 
| West of the 
i | Mississippi 


Write us for 
Distribution Costs 
of Your Commodity 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Order Reducing Passenger Rates Held Broader than 
Framed: 

(District Court, D, Nevada.) On hearing before state Rail- 
road Commission to determine reasonableness of passenger 
rates, where issue framed by commission itself involved only 
question of reducing rates over main line to 3 cents and over 
a so-called Nevada and California line to 4 cents, an order re- 
ducing rates on “the main line and the standard gauge branch 
lines” to 3 cents was broader than the issue involved, and 
invalid—Southern Pacific Company vs. Bartine et al., 1 Fed. 
Rep., 2d Series, 323. 

Railroad Commission, Though Exercising Legislative Function, 
Must Act Within Prescribed Manner: 

Though fixing a passenger rate is legislative function, Rail- 
road Commission’s powers are not as broad as the legis- 
lature’s, and it must act in manner prescribed by the statute. 
—lIbid. 

Burden on Party Attacking Rate to Show Unreasonableness; 
Carriers Entitled to Hearing in Case of Attack on Rates: 
The burden is on a party attacking rate before Nevada 

Railroad Commission to show its unreasonableness, defendant 

carrier being entitled to be heard, to have process to compel 

attendance of witnesses, to introduce evidence and to rebut or 
explain evidence adduced against it—lIbid. 

Railroad Commission’s Consideration of Data Not Admitted on 
Hearing Held to Invalidate Order: 

Consideration by Railroad Commission, in fixing passenger 
rates, of data compiled by Interstate Commerce Commission, 
but not introduced in evidence, held improper, and sufficient 
to invalidate order based thereon, notwithstanding such mat- 


ter was clearly relevant and material, had it been properly 
admitted.—Ibid. 


Issue 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Owner Required to Send Ship to Loading Port, Though It Is 
Obvious that She Cannot Arrive Before Cancellation Date: 
(District Court, S. D., New York.) Shipowner is bound to 

send ship to loading port, even if it is obvious that she cannot 

arrive there before cancellation date, and charterer cannot be 
compelled to say how he will exercise option until such date. 

Sanday et al. vs. United States Shipping Board Emergency 

Fleet Corporation, 1 Fed. Rep., 2d Series, 390. 


Charterer, Who Exercises Option to Load, Entitled to Damages 
on Failure of Vessel to Proceed to Loading Port: 
Charterer, who exercises option to load notwithstanding 

delay, may recover damages against shipowner for breach of 


obligation to carry, on failure of vessel to proceed to loading 
port.—Ibid. 


Charterer Held Not Entitled to Damages in Addition to Can- 
cellation for Delay: 
Charter party, merely giving charterer right of cancellation 
on failure of vessel to reach loading port on or before certain 


date, does not entitle charterer, in addition to cancellation, to re- 
cover damages.—lIbid. 


Subcharterer’s Payment by Check of Charter Hire Held Not 
Notice of Subletting by Charterers: 


(District Court, E. D., New York.) Where charter party 
gave charterers option of subletting steamer on notice to owner, 
mere fact that subcharterer paid first month’s charter hire by 
its own check held not sufficient to put owner on notice.— 
The Capitaine Faure. Cooper & Cooper, Inc., vs. Cameron et 
al. Harrisons & Crosfield, Limited, vs. Same, 1 Fed. Rep., 2d 
Series, 406. 

Shipper Not Bound to Inquire as to Charter, but Bound by 
Knowledge of Terms of Charter, Though Bill of Lading 
Signed by Master: 

Acts of 1910 and 1920 did not impose on shipper duty of 
inquiring whether ship was chartered or owned by party solicit- 
ing shipping, though, if actual knowledge of terms of charter 
were brought home to shippers, they were bound thereby, 
though bill of lading was signed by master.—lIbid. 
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Subcharterer Without Power to Bind Ship by Signing Bij of 
Lading: 

Subcharterer held without power to bind ship by bills of 
lading signed by it.—Ibid. 

Subcharterer’s Procurement of Bill of Lading from Maste, 
After Delivery of Its Bill of Lading to Shipper Does No 
Render Vessel Liable to Shipper: 

Where original bills of lading are signed by ship’s master 
and delivered to subcharterer, or where master by letter to 
shipper ratifies act of subcharterer in signing bills of lading, 
which make no reference to the charter party, ship is bound, 
though different rule applies where subcharterer, after signing 
and delivery to shipper of bill of lading, induces masier jo 
sign further bill of lading, for its own rather than the shipper’s 
protection.—Ibid. 

Master’s Examination of Bills of Lading Issued by Subchartere; 
Held Not Ratification Sufficient to Bind Vessel: 

Master’s casual looking at bills of lading issued by sub. 
charterer, and statement that they were “all right,” is not a 
ratification of subcharterer’s acts in issuing same, by which 
vessel is bound.—Ibid. 

Master’s Bills of Lading, Falsely Showing Goods on Board, Held 
Not to Bind Ship, Except for Penalty for Violation of Law: 
Master’s signing of bills of lading containing indorsement 

“on board,” when goods were not actually on board at date of 

bill of lading, held an unlawful act in excess of his authority, 

which did not bind the vessel, except in so far as she might 
be liable for penalty provided for violation of law.—lIbid. 

Date of Bill of Lading Presumed, Also Date of Undated In. 
dorsement Thereon: 

Where “on board” indorsement on bill of lading bears no 


date, date of bill of lading itself should be taken as date of 
indorsement.—Ibid. 


Vessel Discharging Cargo for Nonpayment of Charter Hire Not 
Liable to Shippers of Goods Under Bills of Lading Signed 
by Charterer Only: 

Ship which had not broken ground is not liable for failure 
to carry cargo discharged on default of charterer in payment 
of charter hire, except as to that portion of cargo covered by 
original bills of lading, or by bills of lading issued by char- 
terer and ratified by letter of ship’s master, though ship was 
liable for proper storage of cargo, and for loss or damage occa- 
sioned in discharging.—Ibid. 

Neither Owner Nor Vessel Liable for Prepaid Freight on Dis. 
charge of Cargo for Nonpayment of Charter Hire: 

Though freight has been prepaid to charterer on cargo cov- 
ered by bills of lading signed by charterer only, neither owner 
nor ship is liable therefor on discharge of cargo on nonpayment 
of charter hire.—Ibid. 


Measure of Damages for Ship’s. Wrongful Discharge of Cargo 
Stated: 

The measure of damages for ship’s wrongful discharge of 
cargo, which it was obliged to carry to designated port, is 
difference between market value of such cargo at time it should 
have arrived and market value at place of discharge when dis- 
charged.—Ibid. 

Charterer and Subcharterer Held Liable to Shippers for Dis- 
charge of Cargo for Nonpayment of Charter Hire: 
Charterer and subcharterer, who were not acting as agents 

of ship, held liable to shippers for damages for discharge of 

cargo On nonpayment of charter hire.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 

Consignor Held Proper Plaintiff in Action for Damage to Goods 
Which Consignee Rejected: 

(Supreme Court of North Carolina.) Where consignee re- 
jected goods, because so damaged in transit as to render them 
unmerchantable, consignor could bring action against railroad 
for loss sustained.—Piner Bros., Inc., vs. Norfolk Southern R. 
Co., 124 S. E. Rep. 626. 

Evidence Held to Support Verdict for Damage to Tobacco: 
(Supreme Court of North Carolina.) Evidence held to sup- 

port verdict for damage to tobacco during shipment because of 

railroad’s negligence—-Newman vs. Seaboard Air Line Ry. Co., 

124 S. E. Rep. 627. 

Bill of Lading Not Essential to Valid Shipment, and Agent’s 
Misdescription of Goods Did Not Prevent Recovery of Dam- 
ages: : 

Bill of lading is not essestial to valid shipment, and lia- 
bility of common carrier may attach on shipment by parol, and 
hence agent’s misdescription of goods as household goods did 








December 6, 1924 



















$15,000,000 


Still Greater Port 


os An geles 
ARBOR 


From a frog pond to the second greatest har- 
bor in the United States in twenty years is 
rather a startling achievement. How much 
greater can Los Angeles harbor become? 


The people of Los Angeles refuse to set a 
limit. And they are backing their faith by 
an expenditure of $15,000,000 for enlarging 
the harbor and perfecting its facilities. 


Enormous as is the traffic in and out of this 
Southland port, shippers are getting their 
freight handled with efficiency and dispatch. 
And the City of Los Angeles, by that $15,- 
000,000 expenditure proposes to see that this 
vital essential to good commerce is main- 
tained, regardless of how fast the growth 
may come. 


Los Angeles County contains one-third the 
taxable property in California. And that’s 
just one county in this vast region, the 
Pacific Southwest. How does it look to you 
as a market? 


Write for an interesting 
compilation of facts called 
“‘The Port of Los Angeles”’ 


City of Los Angeles 
“Port of the Pacific Southwest’’ 









Board of Harbor Commissioners 


Here is only 
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a partial list 


of products shipped with 
economy and safety in 
Pioneer Wirebound Boxes 


and Crates. 


Space pro- 


hibits listing all 


products. 
Aluminum Inks, Pastes, etc. 
Ware | Insulators 
Automotive — Knit Geods 
Batteries Lawn Mowers 


Bolts and Nuts 
Bottles 
Brass Goods 


Candy 
Carburetors 
Castings 
Chains 
Chairs 
Chemicals 
Cigars 
Coffee 
Cutlery 


Drugs 


Electric Sup- 
plies 
Enamel Ware 


Forgings 
Furniture 


‘ Grinding 


Wheels 
Grease 


Hosiery 


Leather Goods 
Locks 


Stampings 


Paint and Var- 
nish 

Paper 

Radiators 

Rubber Goods 

Sausage 


Screw Machine 
Products 


Spark Plugs 
Tires 

Tools 
Varnish 
Washing 


Powder 
Wrenches 
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What is 
the Actual Cost 


of Your 
Shipping Boxes? 


Frequently the initial box cost is 
but a small fraction of the actual 
cost. How about labor costs? 
Transportation charges? Loss and 
damage claims? 


A General Box Engineer recently 
analyzed the shipping methods of 
a large manufacturer. The crates 
were rectangular, large, weighed 
fifty pounds. % inch lumber was 
used. They took an hour to build 
and pack and were heavy and 
hard to handle. 


Now but five minutes are needed 
for the work—one twelfth the for- 
mer labor cost. And the new Pion- 
eer Crate is easy to handle because 
of the change in shape. 


Thirty-five pounds weight is saved 
on each crate—a good reduction in 
transportation cost. Yet the Pion- 
eer is stronger than the old crate. 


A General Box Engineer will be 
glad to call on you, study your 
boxing or crating methods, render 
a report—simply on receipt of a 
letter from you. No cost or obli- 
gation. 


‘GENERAL BOX COMPANY 


506 N. Dearborn St., Chicago, Illinois 


Seventeen Factories Give You a Close at Hand Service 


Bogalusa, La. 
Brewton, Ala. 


Brooklyn, N. Y. 


Cincinnati, O. 


Crawfordsville, Ind. 
Detroit, Mich. 

East St. Louis, Ill. 
Hattiesburg, Miss. 


Houston, Tex. Nashville, Tenn. 
Illmo, Mo. New Orleans, La. 
Kansas City. Mo, Pearl River, La. 
Louisville, Ky. Sheybogan, Wis. 


Winchendon, Mass. 
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not prevent recovery for damage to tobacco, when he was told 

tobacco was to be included.—Ibid. 

Railroad Could Be Held Liable for Damage to Tobacco Not 
Shipped in Accordance with Classifications: ; 
Railroad could be held liable for damage to tobacco during 

transportation, though not shipped in accordance with classi- 
ficatons filed with Interstate Commerce Commission, requiring 
shipment of tobacco in bags, bales, bundles, etc., since such 
provisions are for protection of railroad, and could be waived 
by railroad.—Ibid. 

Duty of Receiving Carrier to Select Car Suitable for Shipment; 
Ordinarily Default in Selecting Unsuitable Car Not Re- 
garded as Negligence of Shipper: ; 
(Sapreme Court of Oklahoma.) The carrier being advised 

of the conditions in which a shipment will travel over its lines, 

and connecting carriers, and all its dangers of loss by theft 
or otherwise, and the officers and agents being in a better con- 
dition to so judge of these conditions by experience than the 
shipper or consignee, the burden rests upon the carrier to 
select a car suitable for the transportation of the shipment. 

The duty to select a car suitable for the transportation of a 

shipment is with the carrier, and generally a duty does not 

attach to the shipper to inspect or select a particular class of 
car for a shipment of freight. If there be default in this re- 
spect, it is the negligence of the carrier—Oklahoma, N. M. & 

P. Ry. Co. vs. H. M. S. Drilling Co., 229 Pac. Rep. 420. 

Rule Stated that on Failure of Terminal Carrier to Deliver Loss 
Presumed to Have Occurred on Its Line: 

If a shipment of freight in reaching its destination moves 
over one or more connecting lines of railway in reaching its 
destination, if the delivering carrier fails to deliver the ship- 
ment in whole or in part to the consignee on demand, it will 
be presumed that the loss occurred on the terminal line.—Ibid. 
Rule Stated that Status as Common Carrier Once Shown, Pre- 

sumed to Exist at Time of Loss: 

The liability of common carrier having come into existence 
in relation to a shipment, if the shipment be lost, in whole or 
in part, it will be presumed that the loss occurred while the 
status of common carrier existed.—Ibid. 

Rule Stated as to Effect of Failure to Deliver on Demand as 
Rendering Burden on Carrier to Show Change to Ware- 
houseman at Time of Loss; Railroad Liable as Common 
Carrier: 

If the loss did not occur during the status of common car- 
rier, the burden is on the carrier to show the change in rela- 
tion to the shipment. Demand by the consignee and failure 
to deliver the shipment in whole or in part will render the 
railroad liable as a common carrier, unless it can show that 
the loss occurred while it was acting as warehouseman.—Ibid. 
Burden on Terminal Carrier to Show that Loss Occurred After 

Arrival at Terminal: 


If the loss occurred at the terminal after its arrival, the 
burden is on the terminal carrier to so show. This relation 
rests upon the principle that, if the burden must be borne be- 
tween or among two or more parties, it must be cast upon 
the shoulders of him who has the better means and facilities 
for discharging the obligation.—Ibid. 


Petition Against Connecting Carriers Alleging Delivery to First 
Carrier and Failure of Terminal Carrier to Deliver Held 
to State Cause of Action Against Latter Only: 


The joining of the initial, intermediate and delivering car- 
riers by a petition alleging delivery to the first carrier and 
failure of the terminal carrier to deliver a portion of the ship- 
ment, constitutes the statement of a cause of action against 
the latter carrier only.—Ibid. 

Rule Stated as to Right of Connecting Carrier to Set Up as 
Defense Failure to Receive Goods. from Intermediate or 
Initial Carrier; Burden of Proof On Delivering Carrier to 
Show It Did Not Receive Shipment: 

The delivering carrier could successfully defend the action 
against it by showing that it did not receive the shipment from 
the intermediate carrier, and in turn the latter could show 
failure to receive the shipment from the initial carrier for its 
complete defense. If this defense existed in favor of the plain- 
tiff in error, the burden was on it to so show.—Ibid. 

Rule Stated as to When Initial and Intermediate Carriers Proper 
Parties Defendant in Action Against Terminal Carrier: 
The initial and intermediate carriers were proper parties 

defendant only in the event the plaintiff in error should de- 

fend on the ground that it did not receive the shipment from 
the intermediate carrier.—Ibid. 

Failure of Terminal Carrier to Allege Failure of Intermediate 
Carrier to Deliver Made Initial and Intermediate Carriers 
Unnecessay Parties Defendant: 

The quesiton of receiving the shipment from the Santa Fe, 
or intermediate carrier, was first a question between plaintiff 
in error and the former, and the failure of the plaintiff in error 
to make this defense rendered the Rock Island and Santa Fe 
unnecessary parties to the action.—Ibid. 

Order Sustaining Demurrers to Evidence by Intermediate and 
Initial Carriers Not Erroneous, Where Terminal Carrier 
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Fails to Make Defense of Nondelivery from Intermediate 
Carrier: 

As the plaintiff in error did not make the defense of pot 
receiving the shipment from the intermediate carrier, the action 
of the court in sustaining demurrers to the evidence filed py 
the Rock Island and Santa Fe and dismissing the carriers from 
the action was without error.—Ibid. 

Dismissal of Intermediate Carrier from Action Held to Constj. 
tute Adjudication in Favor of It That Terminal Carrier 
Received Shipment: 
As the plaintiff in error failed to make the defense that 

it did not receive the shipment from the intermediate carrier, 

the judgment of the court sustaining the demurrers of the car. 
riers to the evidence and dismissing them from the action be. 
came final, and constituted an adjudication in favor of the Santa 

Fe and against the plaintiff in error that the latter received 

the shipment.—Ibid. 

Final Judgment Upon Defense, Including Certain Issue, in Which 
Issue Could have Been Tendered, Held Res Judicata as to 
Issue: 

The adjudication of an issue between the parties, and a 
judgment upon a defense which included a certain issue, or in 
which the issue could have been tendered, concludes the party 
in retendering or tendering the issue as a defense to plaintiff's 
—_ in subsequent trials, if the adjudication has become final, 
—Ibid. 

Motion to Dismiss Appeal Overruled as Presenting Merely Ab. 
stract Questions of Law: 

On the record, it was for the plaintiff in error only to ques- 
tion the dismissal of the two carriers from the action and not 
for the plaintiff. As the plaintiff in error did not question the 
dismissal or attempt to make the carriers parties here, the 
motion of the plaintiff to dismiss the appeal for failure of the 
plaintiff in error to appeal from the action of the court in 
sustaining the demurrers and dismissing the two carriers pre- 
sents merely abstract questions of law, and is overruled on this 
ground.—Ibid. 

Notice of Appeal Automatically Makes All Parties of Record 
in Lower Court Adverse Parties on Appeal: 

By the provisions of section 782, Comp. St. 1921, the giving 
of notice of intention to appeal in the trial court automatically 
makes all parties of record in the lower court adverse parties 
to the proceeding in error filed here. The failure to name a 


party in the petition in error does not affect the appeal here 
as to such party.—lIbid. 


Disposition of Cause: 

Record examined; held, the evidence was sufficient to cre- 
ate an issue of fact for submission to the jury as to whether 
the liability of the plaintiff in error, if any, was as common 
carrier or warehouseman; further held, that the action of the 
court in instructing the jury that the plaintiff in error was 
liable constitutes reversible error.—Ibid. 


ADMIRALTY DECISION UPHELD 


The Supreme Court of the United States, in an opinion by 
Mr. Justice Holmes, December 1, in No. 258, Luckenbach Steam- 
ship Company, Inc., and United States vs. Norwegian Barque 
“Thekla,” her tackle, etc., held that the lower federal court 
was empowered to render a decision against the United States. 

The Luckenbach Company on its own behalf and other 
owners libelled the barque Thekla in admiralty for a collision 
with the steamship F. J. Luckenbach. The owners of the Thekla 
filed a cross bill against the Luckenbach. The United States 
was later made a party libellant upon its motion and stood on 
the steamship company’s libel. The government filed a claim 
“without submitting itself to the jurisdiction of the courts,” 
alleging possession and ownership of the Luckenbach at the 
time the libel was filed. The Emergency Fleet Corporation 
filed a stipulation that the Luckenbach was under charter to 
the United States and that liability, if any, was that of the 
United States acting through the Fleet Corporation. A decree 
was entered against the Luckenbach company and the Fleet 
Corporation for $120,619. 

The United States Circuit Court of Appeals for the Second 
Circuit certified the case to the Supreme Court asking whether 
the federal court that rendered the decision was empowered to 
do so. The highest court said it had the power and that recov- 
ery could be had from the Fleet Corporation. 


CERTIORARI PETITIONS DENIED 


The Supreme Court of the United States this week denied 
petitions for writs of certiorari in No. 462, Baltimore & Ohio, 
petitioner, vs. Ezra A. Sliger, a personal damage case; No. 518, 
Missouri Pacific, petitioner, vs. M. M. Cohn Company, involv- 
ing a forged check, and No. 533, James C. Davis, as agent, vs. 
M, A. Pharr Cotton Company, involving recovery of damages 
for breach of an alleged contract in connection with shipment 


of baled cotton from Washington, Ga, to Carolina and eastern 
points. 
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MEMPHIS, TENN. . 
WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 





Mr. Manufacturer: -probiems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 





DISTRIBUTION 


Se Co, 


GEORGE S. LOVEJOY 
Manager General Storage Department 


STORAGE 


quincy 







178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 










Direct connection with New York, New Haven Direct connection with Boston & Albany 
Hartford > Railroa 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 





OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
12,530 cars the week ended November 29, according to the 
weekly summary of, the Bureau of Agricultural Economics of 
the Department of Agriculture. The totals from the weekly 
summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 














Total Total 
Nov. Nov. Nov. 25, This Sea- LastSea- Total 
23-29, 16-22, Dec. 1, son to son to Last 
1924 1924 1923 Nov. 29 Dec. 1 Season 
1 Western States): 
APP otal ot ESS 1,358 *2,028 1,811 *31,224 43,816 63,036 
Apples (Eastern States): 3 “ 7 
PProtal shan tae ola 1,040 *1,795 1,103 *42,476 57,407 75,067 
Old Crop): 
mm enone tf 2 *718 522 *33,021 29,679 37,013 
‘abbage (New Crop): 
a. yee 5 4 7 10 *33,021 
Cauliflower: 
. eee 173 *123 165 #1, 283 1,271 4,240 
Celery: 
‘ “Total weepaget 378 *696 290 *12,989 12,221 16,902 
Grapes: es 
otal BE ee 239 *764 748 *66,905 64,697 65,336 
Grapefruit: 
Total Re 485 893 699 4,133 5,207 19,990 
Lemons: 
2 153 144 99 1,721 1,688 12,164 
Lettuce (Old Crop): 
Total a ermoerae os 2 50 57 38,793 27,748 27,797 
Lettuce (New Crop): 
Total SA ee 615 *615 640 *3,209 2,150 38,793 
Mixed Citrus Fruits: “4 
E cowrecese 87 110 alert 376 4,573 
Mixed Vegetables: 
Total a, 279 367 278 26,22 22,360 23,913 
Onions: 
| er 524 *593 332 *20,790 19,893 29,479 
Oranges: = a 
2 rere 2,119 2,285 3,214 *7,863 11,214 77,581 
Spinach: 4 7 
SORE) sccevsues 134 #152 165 *780 967 7,514 
Sweet Potatoes: oe 
WEE sicenaves 366 *474 398 *9,452 9,758 13,939 
Tomatoes (Old Crop): hi 
BORE vererewene 34 80 34 25,199 23,928 24,234 
Tomatoes (New Crop): : 
Co ee 4 4 1 12 3 25,199 
Summary Potatoes: 
Leading Sec- 
tions, Late 
as 3,582 1,741 2,793 72,845 88,218 193,421 
Other Sections, . 
Late Crop. 65 105 72 17,061 13,446 15,117 
Early Crop.... 2 6 2 49,746 33,317 33,391 
po eee 3,649 *4,852 2,867 *139,652 134,981 241,929 


LUMBER SHIPMENTS 


According to reports to the National Lumber Manufactur- 
ers’ Association received December 4 from 358 of the larger 
soft wood commercial saw mills of the country, as compared 
with the revised reports from 382 mills for the preceding week 
(a difference of 24 mills) production showed a continued de- 
crease. Shipments show a decrease as compared with the re- 
ports of the previous week, while orders (new business) are 
holding up unusually well and are more than 20 per cent above 
last year for the same week. 

For the first time since August, monthly totals for the 
eight associations show new business above production. In the 
four weeks ending November 29, new business (as designated by 
cumulative unfilled orders) was nearly 20 per cent above actual 
production. This is partly due to the seasonal drop in produc- 
tion, yet the five associations, which report normal production, 
show new business for the four weeks of November as 12% 
per cent above normal production. 

The unfilled orders of 243 Southern Pine and West Coast 
mills were 625,260,626 feet, as against 591,616,157 feet for 243 
mills the week before. Separately, the Southern Pine group, 
125 mills, reported unfilled orders as 251,902,761 feet, compared 
with 243,567,665 feet for the same number of mills the previous 
week; 118 West Coast mills had unfilled orders amounting to 
373,357,865 feet, as against 348,048,492 feet for 118 mills a week 
earlier. 

Altogether the 358 comparably reporting mills had ship- 
ments 110 per cent and orders 134 per cent of actual produc- 
tion. For the Southern Pine mills these percentages were re- 
spectively 115 and 128; and for the West Coast mills 101 and 
128. 

Of the comparably reporting mills, 333 (having a normal 
production for the week of 208,296,737 feet) reported production 
93 per cent of normal, shipments 99 per cent, and orders 122 
per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 
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Corresponding Preceding wr 


Past Week Week, 1923 1924 (Revigseq} 
NN ieicoceinsnciansies 358 377 ae 
Production. .i0.. +00 199,371,916 226,625,345 220,098, 639 
Shpiments ........... 218,665,057 210,111,233 237,637,007 
Orders (New Bus.).. 267,964,994 220,533,493 279,469,417 


The following figures compare the lumber movement for 
the first forty-eight weeks of 1924 with the same period of 1923. 


Production 
Ee ne ra 11, 227,186,187 
sink eee ane 11,872,011,379 


644,825,192 


Shipment 
11,141,451,292 
11,758,585,105 


617,133,813 210,572,254 


The mills of the California White & Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any of 
the foregoing figures. Fifteen of these mills reported a cut of 
9,274,000 feet last week, shipments 13,588,000 feet, and orders 
13,134,000 feet. The reported cut represents 38 per cent of the 
total of the California Pine region. 


COAL PRODUCTION AND SHIPMENT 


“Preliminary returns on the production of soft coal in the 
third week of November indicate that there has been no notable 
change in the rate of output in the last month,” the Geological 
Survey said in its current coal report which, in part, follows: 


Orders 
10,964,279, 585 
11,174,851,839 
es 





1924 Décrease 


Because of the succession of holidays—All Saints’ Day, Election 

and Armistice Day—the three weeks immediately preceding 
afforded no real test of demand. The total output in the week 
ended November 22, as estimated from the railroad reports of cars 
loaded and including allowances for mine fuel, coal coked, and local 
sales, was 10,588,000 net tons. Compared with the preceding holiday 
week, this was an increase of 459,000 tons. In comparison with the 
week ended October 25, the most recent week of full-time opera- 
tion, there was an increase of 288,000 tons, or 3 per cent. 

Production of anthracite recovered promptly after the holiday 
season, but owing to the occurrence of local strikes at the mines of 
one large producer failed to reach the level of the most recent full- 
time week. The anthracite carriers reported loading 34,933 cars and 
using that figure as a basis it is estimated that the total output 
in the week ended November 22 was approximately 1,827,000 net 
tons, an increase over the preceding holiday week of 153,000 tons. 
Compared with the week ended October 25, however, there was a 
decrease of 100,000 tons, or more than 5 per cent. As shown by the 
estimates of production the present rate of output is 10 per cent 
less than it was a year ago. 

Dumpings of bituminous coal at Hampton Roads in the week 
ended November 22 were almost identical with those of the pre- 
ceding week. The total quantity handled over the piers of the three 
railroads with dumping facilities at that port was 351,602 net tons. 
Cargoes consigned to New England dropped to 186,427 tons, a de- 
crease of 34,377 tons. This loss was offset by increases in dumpings 
for the foreign account and ‘other coastwise’’ tonnage. 

Although the movement of bituminous coal from lower Lake 
Erie ports declined somewhat in the week ended November 23, the 
rate of dumpings remained at a fairly high level for this season of 
the year. According to reports of the Ore & Coal Exchange, 753,731 
net tons were dumped, as against 807,387 tons in the week before, and 
815,790 tons in the corresponding week a year ago. Of the total 
— 723,776 tons were cargo coal and 29,955 tons were vessel 
uel. 

Cumulative dumpings of cargo coal during the present season to 

November 23 stood at 22,001,161 tons. Compared with the total for 
the corresponding period of 1923, this was a decrease of nearly 
7,000,000 tons. The record for 1924, however, compares favorably 
with that for the years 1919-21. 
- Anthracite shipments up the Lakes declined to 67,819 net tons 
in the week ended November 23. The decrease occurrec principally 
at Erie, where there were no dumpings. Cumulative shipments this 
season to date stand at 2,974,795 tons, a decrease when compared 
with the record for 1923, of 411,849 tons, or nearly 12 per cent. 


CAR SURPLUS AND SHORTAGE 

The average daily surplus of freight cars in the period 
November 15-22, inclusive, was 166,101 as compared with 145,- 
589 in the preceding period, according to the car service divi- 
sion of the American Railway Association. The average daily 
shortage was 244 cars. 

The surplus was made up as follows: Box, 50,871; venti- 
lated box, 122; auto and furniture, 6,281; total box, 57,274; flat, 
6,188; gondola, 35,253; hopper, 49,114; total, all coal, 84,367; 
coke, 2,463; S. D. stock, 7,638; D. D. stock, 1,667; refrigerator, 
5,333; tank, 115; miscellaneous, 1,056; total, 166,101. 

The shortage of 244 cars was made up of 67 box, 15 auto 
and furniture, 89 gondola, 23 hopper, and 50 refrigerator cars. 

Canadian roads reported a surplus of 3,300 box cars, 1,800 


flat, and 700 S. D. stock cars, and a shortage of 200 refrigerator 
cars. 


BRANCH TRACK CONSTRUCTION 

The Morris and Essex Railroad Company and the Delaware, 
Lackawanna & Western, lessee, inan application filed with the 
Commission, asked approval of construction of a single track of 
approximately 5 miles in length connecting two main lines of 
railroad of the applicants in New Jersey. The proposed track 
will cross the Hackensack meadows. The applicants said the 
sole purpose was to provide a switching track connecting the 
two existing lines of railroad to take the place of a wye track 
now used for that purpose. 
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Built for its job 


HERE is an International Truck for every 

job and it is built for its job and built right. 
In twenty years of truck manufacture the Har- 
vester Company has learned, not only how to 
build good trucks from the basic design through 
to final details, but how to fit them exactly for 
the hauling they are to do. International 
Trucks are made in six different capacities with 
wheel base and body equipment determined by 


the work for which the truck is to be used. Inter- 
national Trucks are serving their owners faith- 
fully in every job imaginable. Called on for the 
hardest kind of work, they deliver it. You can 
expect the same of every International and you 
will not be disappointed. By standing up to se- 
verest service they are living up to a reputation 
—a reputation earned by other products of the 
Harvester Company for almost a hundred years. 


International Heavy-Duty Trucks om built in 3000, 4000, 6000 and 10,000 pounds maximum capacities with tate to meet every requirement. There is a Special 


Delivery of 1500 pounds capacity and a sturdy Speed Truck for loads up to 2000 pounds. 
_ supply you with information desired on any models, and the address of the nearest showroom where the full line is on display. 


Upon request we will glad! 


Motor Coaches are supplied to meet every. passenger transportation need. 


INTERNATIONAL HARVESTER COMPANY 


606 So. MICHIGAN Ave. QF.AMERICA CHICAGO, ILL. 
FO & £4 28 FF «= & @ & FT H A U L IN 


INTERNATIONAL 
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I. L. Jordan, traveling freight agent of the Baltimore Steam 
Packet Company at Norfolk, has been transferred, with the same 
title, to Charlotte, N. C. 

G. T. Russell has been placed in charge of the traffic affairs 
of the Canada Dry Ginger Ale, Inc., at Hudson, N. Y. 

L. B. Kelz has been appointed general agent of the Louisiana 
& Arkansas at New York. Fred H. Booth has been made gen- 
eral agent at Pittsburgh. 

William J. Becker has been appointed commercial agent of 
the Erie at Youngstown, O. 

E. A. Munyan has been placed in charge of the newly opened 
traffic division in the purchasing department of the Northern 
Indiana Gas & Electric Company at Hammond, Ind. 

Edward Howe has been made general agent of the Wheeling 
& Lake Erie at Minneapolis. 

Sherman H. Stivers, Jr., for four years field supervisor of 
land valuation for the Interstate Commerce Commission, has 
resigned, effective December 6, in order to engage in private 
practice, specializing in valuation cases. Mr. Stivers has been 
engaged in that work for the Commission since eleven years 
ago. He plans to open offices in Washington. 

R. S. Mahan has been appointed general superintendent and 
J. F. Holman has been made general freight and passenger 
agent of the Kansas City, Clay County and St. Joseph at Kan- 
sas City. 

George E. Taylor has been appointed traveling freight and 
passenger agent of the Algoma Central & Hudson Bay at Hearst, 
Ont. 

President Palmer of the Fleet Corporation has announced 
the resignation of Huntington T. Morse, who was director for 
Europe and who served five years with the Shipping Board and 
Fleet Corporation. Mr. Palmer said Mr. Morse had handled 
the board’s affairs in Europe through a trying period and had 
been active in his efforts to build up a merchant marine, and 
that he left the corporation with the best wishes of all the 
officials and their appreciation of the work he had accomplished. 
Mr. Morse will engage privately in the shipping business. He 
was succeeded in Europe by Vice-President Sheedy when the 
European staff was reorganized recently. 


~ A resolution expressing regret over the death of E. T. Camp- 
bell, freight traffic manager of the Erie, November 22, has been 
adopted by the Trunk Line Freight Traffic Managers’ Committee, 
of which he was a member. 

J. W. Sanders has been appointed treasurer of the Clinch- 
field Railroad. H. G. Morison has been made general solicitor; 
C. A. Smith, general freight and passenger agent; Charles 
Hewitt, general auditor, and W. A. Starritt, purchasing agent, 
all at Johnson City, Tenn. L. H. Phetteplace has been ap- 
pointed general manager. Theodore Dehon has been made gen- 
eral agent, and C. W. Walker, assistant general freight agent, 
‘both at Johnson City. 

Captain Berthelny Aillet has been made general represenia- 


tive of the French Line on the Pacific coast, with headquarters 
at San Francisco. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Kansas City will hold its first “Ladies 
Luncheon,” at the Baltimore Hotel, Dec. 10. Dr. C. D. William- 
son, of the Santa Fe, will give an illustrated talk on the Grand 
Canyon region. The club, Dec. 2, heard James McQueeny, treas- 
urer and general manager of the Loose-Wiles Biscuit Company 


and president of the Chamber of Commerce, speak on “Do You 
Know Your City?.” 





The Marion Traffic Club will hold its annual winter banquet, 


Dec. 10, at the Harding Hotel. The Reverned T. A. Troke will 
be the speaker. 





The Traffic and Transportation Association of Pittsburgh 


will hold its eleventh annual dinner, at the William Penn Hotel, 
Jan, 29. 


The Transportation Club of St. Paul held its weekly lunch- 
eon and meeting, at the St. Paul Hotel, Dec. 2. G. R. Martin, 


vice president of the Great Northern, spoke on “Consolidation of 
the Railroads.” 





The Traffic Club of Memphis held its annual meeting Nov. 8, 
and elected the following officers: president, H. W. Stigler; vice- 
presidents, W. L. Reeves and B. F. McCamey; secretary, Henry 
H. Schutt, and treasurer, J. L. Harris. Directors were elected 


as follows: H. V. Fleming, F. J. Gillespie, J. F. Painter, A. J. 
Stacy, and S. B. Wade. 





The Indianapolis Traffic Club held its “New York Central 
Lines Night” Dec. 3. President P. E. Cowley, of the N. Y. C., 
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speaking on “Railroads of the Future,” praised the plan of the 
regional advisory boards and explained how they worked, but, 
he said, fine as that idea was, it was not enough. He said it 
was necessary to look ahead and provide for the transportation 
needs of the country ten and twenty years hence. He said that 
to care for the transportation problems that were bound to 
come, more equipments and more money would be needed. He 
spoke of the source of that income, and said that it would have 
to be from stocks, since the funded debt was already large and 
growing, and the larger it became, the less, naturally, would be 
the public interest in stocks. He said it would be necessary to 
see that all matters relating to transportation should be treated 
as economic and not political problems, which meant that it was 
the duty of everyone interested in transportation to see that 
Congress enacted no hasty and ill considered laws, and that the 
carriers were permitted to earn a return that would make their 
stocks attractive to the public. And finally, it was necessary, he 
said, to develop the habit, now growing, of friendly co-operation 
between the shippers and carriers. G. W. Ingalls, vice-president, 
in charge of traffic, spoke on government ownership and opera- 
tions. He drew a picture of conditions as the demagogues would 
have them under government operation. He carried out the idea 
to the point where the railroads were handing back to shippers 
144 times the charges for freight and fare, and pointed out other 
absurdities, to which, he said, one would come if the statements 
of the proponents of government ownership were carried to their 
logical conclusions. He pointed out that the question of govern- 
ment ownership had always been before the country since a 
charter was given to the Mohawk & Hudson. It will be time, in 
about 1950, he said, to begin a campaign against another effort 
to give the roads to the government. He spoke of the needs of 
the carriers for the future and urged that co-operation between 


shippers and the railroads, already well begun, be fostered and 
increased. 


The Akron Traffic Association will hold its annual dinner 
Dec. 9. E. G. Wilmer, chairman of the board of directors of the 
Goodyear Tire & Rubber Co., and Ted Robinson, columnist, of 
the Cleveland Plain Dealer, will be the speakers. 





The Traffic Club of Chicago will hold its annual non-resident 
and home-coming members’ meeting Dec. 18. This meeting will 
be held to afford the members who formerly lived in Chicago an 
opportunity to renew friendships and the non-resident members 
a chance to become better acquainted with the club and its 
members. There will be a beefsteak dinner, at 6:30 p. m., fol- 
lowed by an address of welcome, by President George A. Blair. 
After the responses, a musical and dancing program will be 
held. 

The Traffic Club of New York, at a meeting Nov. 25, elected 
the following officers: President, W. A. Schumacher; vice-presi- 
dents, R. G. Narelle and W. S. Cowie; secretary, Charlton A. 
Swope; treasurer, F. B. Fitzgerald. Members of the board of 


governors elected were C. H. Mitchell, E. R. Bardgett, and W. C. 
Connor. 


The Jackson (Mich.) Transportation Club, at its November 
meeting, elected the following officers: president, H. W. Hewson, 


vice-president, H. A. Plumer; secretary, W. A. Kern, and treas- 
urer, W. R. Kline. 





The Central Traffic Club of Chicago held its regular meeting, 
Dec. 2, in the rooms of the Traffic Club of Chicago. R. J. Mc- 
‘Bride, vice-president of the General Traffic Service Organization, 
discussed problems that confront shippers, stressing packing 
requirements and routing. The club has lifted its restriction on 
membership, so that anyone who is not now eligible to the 


Traffic Club of Chicago and who is interested in traffic discus- 
sion may become a member. 


HIGHWAY CROSSING ACCIDENTS 


The intensive campaign inaugurated on June 1 by the rail- 
roads of the United States through the, American Railway Asso- 
ciation to reduce the number of grade crossing accidents has 
resulted in a considerable saving of lives, according to H. A. 
Rowe, chairman of the committee on prevention of highway 
crossing accidents of the American Railway Association. ° 

In June and July, the first two months of the campaign, 346 
persons were killed and 1,062 injured in grade crossing acci- 
dents, compared with 405 killed and 1,043 injured in the same 
months in 19238. 


This was an actual saving of 59 lives and the injury of but 
19 additional persons for the two months. 

“In view of the fact that the Department of Agriculture 
on July 1 showed an increase of 20 per cent in the number of 
automobiles registered in 1924, compared with 1923, the actual 
decrease of 59 in the number of lives lost would indicate that 
the driving public is becoming awakened to the exercise of 
reasonable care in approaching and passing over railway high- 
way crossings,’ the association said. “This encourages the 


railroads to continue the humane work started by them four 
years ago.” 
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Lehigh Valley — 
Through! Service 


In addition to service between New York 
or Philadelphia, and Ithaca, Rochester,’ 


Buffalo, Niagara Falls, Hamilton and To- 
ronto, the Lehigh Valley maintains through 
sleeping car service to and from New York 
or Philadelphia, and Detroit, Port Huron, 
Flint, Lansing, Battle Creek and Chicago, 
in conjunction with Michigan Central and 
Grand Trunk-Canadian National Railways. 


New York Terminal 


In New York, Lehigh Valley trains use the 
PENNSYLVANIA STATION, 7th Ave- 
nue and 32nd Street, a block from Broad- 
way, in the heart of the city. 


Lehigh Valley 
Railroad 


The Route of The Black Diamond 
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RAILROAD CENTER FOR NEWARK 


The Trafic World New York Bureau 


The city of Newark, the Pennsylvania Railroad, the Hud- 
son & Manhattan tubes and the Public Service Company of 
New Jersey are parties in a plan to construct a transportation 
center at Newark to cost about $15,000,000. 

This union station will perform the work now done by the 
Market Street station, by the Newark terminal of the Hudson 
tubes, and by the Manhattan Transfer in the Meadows. The 
railroad will have the right of way through Newark for its 
main line passenger traffic, and the “bottle neck” will be 
eliminated. 

Present plans to end congestion and facilitate traffic are the 
result of long discussions between Vice-President Atterbury, of 
the Pennsylvania, President Thomas N. McCarter of the Public 
Service Corporation, and Commissioner Thomas L. Raymond, 
director of the Department of Public Works of Newark. Con- 
sent of the Newark City Commission to spend $3,000,000 in ac- 
quiring the necessary property is now awaited. The work of 
construction will take three to five years. 


UNCONTESTED FINANCE CASES 


The Oakdale & Guif Railway Company has been authorized 
to abandon operation, as to interstate and foreign commerce, 
of a line of railroad in Allen Parish, La., extending from a 
connection at Godwin to Caney, a distance of approximately two 
miles. 

The Delaware & Hudson has been authorized to issue and 
sell $4,600,000 of first and refunding mortgage 4 per cent gold 
bonds at not less than 88 per cent of par and accrued interest. 

The Bangor & Aroostook has been authorized to issue 77,- 
200 shares of common capital stock of the par value of 50 each 
in exchange for 38,600 outstanding shares of the par value of 
$100 each on the basis of two shares of the former for one 
share of the latter. 

The Chesapeake & Ohio has been authorized to procure 
authentication and delivery of $552,000 of general mortgage 4% 
per cent gold bonds. 

The Georgia & Florida has been authorized to issue $400,- 
000 of certificates of indebtedness of the receiver, said certi- 
ficates to be sold at not less than 96% per cent of par and ac- 
crued interest, and to pledge as security for the certificates 
$400,000 of Augusta Southern first mortgage 5 per cent bonds 

The Western Maryland has been authorized to procure the 
authentication and delivery of $5,658,000 of first and refunding 
mortgage 5 per cent bonds. 

The Commission has authorized the Edward Hines Yellow 
Pine Trustees to acquire control by lease of that part of the 
line of the Guif & Ship Island extending from Lumberton to 
Maxie, Miss., a distance of approximately 16 miles. ° 


FINANCE APPLICATIONS 


The Chicago Union Station Company, Chicago, Burlington 
& Quincy, Chicago, Milwaukee & St. Paul, Pittsburgh, Cincin- 
nati, Chicago & St. Louis, and the Pennsylvania have applied 
to the Commission for an order authorizing the Chicago Union 
Station Company to issue and sell $7,000,000 of 5 per cent guar- 
anteed gold bonds, guaranteed by the other companies named. 
The proceeds will be used to complete the station company’s 
union station and enlarged facilities in Chicago. Subject to 
approval of regulating bodies, the bonds have been sold at 
96% to Kuhn, Loeb & Company, Lee, Higginson & Company, 
Illinois Merchants’ Trust Company, National City Bank and 
First National Bank of New York. 

The Akron, Canton & Youngstown Railway Company has 
applied for authority to sell $382,700 of first mortgage 6 per 
cent gold bonds at not less than 9714’ and accrued interest. 

The Longview, Portland & Northern Railway Company has 
applied for authority to issue six notes, each in the amount of 
$38,289 and bearing 6 per cent interest, in connection with the 
acquisition of 135 logging cars from the Magor Car Corpora- 
tion, to which the notes will be issued. 

The Detroit, Toledo & Ironton has applied to the Commis- 
sion for authority to issue $159,000 of first mortgage 50-year 
5 per cent gold bonds for reimbursement of expenditures made 
for acquisition of land and substantial relocation of a part of 
the line. in Monguagon township, Wayne county, Mich. The 
bonds are-to be sold at par to Henry Ford, Edsel B. Ford and 
Clara J. Ford. 

The Norfolk & Western -has applied for authority to issue 
and sell $12,000,000 of first lien and general mortgage 4 per 
cent bonds. The purpose of the issue is to reimburse the 
treasury of the company for capital expenditures. 
posed to sell $6,000,000 of the bonds at 88 and interest to the 
Guaranty Company of New York and to sell the remainder at 
not less than 85 and interest. No arrangements have been 
made for the sale of the remaining $6,000,000 of bonds. 

The Wabash Railway Company has applied for authority to 
issue $1,826,000 of 5 per cent equipment trust certificates, Series 
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D, and $2,565,000 of 5 per cent equipment trust certificates, 
Series E. The certificates have been sold, subject to the ap- 
proval of the Commission, to Kuhn, Loeb & Co. of New York 
at 98.8 and accrued dividends. 


BROOKLYN RETAINS RAIL TERMINALS 


The following protests by the Brooklyn Chamber of Com- 
merce and the Brooklyn Traffic Club aaginst the erection of a 
wholesale terminal market in the Wallabout Basin, Brooklyn, 
which would have made it necessary to eliminate the Walla- 
bout freight piers of the Lehigh Valley, Erie, Baltimore & Ohio, 
and New York Central, Commissioner of Markets Edwin J. 
O’Malley, of New York, has agreed to revise the city’s plans 
and permit the existing terminals to remain. 

Commissioner O’Malley said that “important as the con- 
struction of the Brooklyn Wholesale Terminal Market is in solv- 
ing the gigantic problem of distributing food products as cheaply 
as possible to the 2,500,000 population of the borough, we be- 
lieve it possible to devise a plan which, without injury to the 
Wallabout market, will leave undisturbed the present freight 
terminals of the railroads now operating in the Wallabout 
Basin.” 

Tentative plans of the Department of Markets originally 
called for the removal of the railroad freight terminals to some 
point along the Brooklyn shore, probably Grand street. 


YORK SWITCHING CONFERENCE 


Such a conflict of views has arisen in connection with the 
removal of discrimination found in No. 11455, Manufacturers’ 
Association of York vs. Pennsylvania et al., recently disposed of 
in the Supreme Court of the United States, that Commissioner 
Aitchison called a conference in his office for December 6 to 
discuss the manner in which the discrimination may be removed, 
In a memorandum to the parties in the case the Commission 
said: 

{ 

Because of the diverse proposals of the carriers with reference 
to the removal of the discrimination found to exist by the Commis- 
sion’s report in this case, and in view of objections by interested 
shippers and others as to the proposal of the Pennsylvania Railroad 
Company, it seems desirable that all parties should meet for an 
exchange of views. Conference is therefore called at the office of 
Commissioner Aitchison Saturday at ten a. m., December 6, 1924, for 
the purpose of discussing the manner in which the discrimination 
found by the Commission’s report shall be removed. 

The Commission requests that counsel and such traffic officials 
and shippers as are interested in the case be present at that time. 


INTERLOCKING DIRECTORATES, ETC. 


H. M. Lull has been authorized to hold the office of director 
of the Galveston, Harrisburg & San Antonio Railway Company 
and of the Texas & New Orleans Railroad Company in addition 
to positions authorized by previous order of the Commission. 

George Whitney has been authorized by the Commission 
to hold the office of director with the Copper River & North- 
western Railway Company and New Jersey & New York Rail- 
road Company. 

J. N. Brand, C. McD. Davis, J. W. Perrin, George P. James, 
Robert Scott, James Menzies and George B. Ecker have been 
authorized by the Commission to hold various offices with the 
Atlantic Coast Line Railroad Company and, in addition thereto, 
a directorship and/or any office or offices with the Alabama 
Mineral Railroad Company and numerous other short lines. 





SHIPPERS’ BOARD PLANS CAMPAIGN 


The Atlantic States Shippers’ Advisory Board is planning 
to undertake, through its New York headquarters, an educa- 
tional campaign of wide scope to bring to the attention of the 
public the purposes and accomplishments of the various regional 
boards. 

More than 50 business organizations and clubs in the 
board’s territory have already requested speakers to discuss 
the work of the board. The task of furnishing speakers began 
on November 1 and will continue as a part of its duties in the 
future. This bureau was organized by W. B. Einstein, secre 
tary of the Atlantic States Board, which consists of 40 ship 
pers, representing many different industries. Extension of this 
form of public education is part of the new plan. 


_ 





EXTENSION OF LINES 


The Chicago & North Western has applied for authority to 
build an extension approximately 7 miles long from Beaton, 
Mich., to reach a large tract of timber. j 

The West Virginia Midland Railway Company has applied 
for authority to take over and operate the existing lines of the— 
West Virginia Midland Railroad Company from Holly Junction 
to Webster Springs, W. Va., a distance of 30 miles, and some 
branch lines. The applicant also asked for authority to extend 
the line from Webster Springs to the mouth of Leatherwood 
Creek in Webster county, a distance of approximately 11 miles. 















23 


88, 
AD- 
rk 


la- 
io, 


ns 


ctor 
any 
tion 
sion. 
sion 
rth- 
Rail- 


mes, 
een 

the 
reto, 
ama 


ning 
juca- 
' the 
ional 


the 
cuss 
egan 
1 the 
ecre- 
ship- 
this 








December 6, 1924 THE TRAFFIC WORLD 


THE CHESAPEAKE & OHIO 
RAILWAY COMPANY 


Service Between The East and West 
THROUGH PULLMAN CARS 


Chicago - Cincinnati - Louisville - St. Louis - Indianapolis 


AND 


New York - Philadelphia - Baltimore - Washington - Richmond 
Newport News and Norfolk 





Best of Connections for All Points West and Southwest 


























Superior Dining Car Service 


All tickets carry stopover privileges at White Sulphur, W. Va., The Hot Springs of Virginia, 
Richmond, Va., and Washington, D. C. 


A passenger having recently 
made a trip over the 





has this to say: 


“Having had the pleasure of taking several 
trips over portions of the Chesapeake and 
Ohio Railway, I can add my admiration and 
appreciation of the scenic beauty of the route. 

“Many times have I crossed the continent 
of North America—taking a different route 
each time—and I must, also, in admiration of 
the Great Handiwork and the Great Picture 
Book of Nature, urge the popular slogan: 
‘See America First’—and I must add, when 
you have seen the world, return and see 
America again, and leave not out the Chesa- 
peake and Ohio Railway Route. 

“So fascinating, so beautiful, so varied it 
is—from Sea to Mountain top, along winding 
rivers, a choice bit of creation on every hand.” 





T. H. GURNEY, General Passenger Agent 
Richmond, Virginia 






Write : t for Literature 





THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions wong © practical traffic 

roblems. We do not desire to take the place of traffic man but to 
om him in his work. 


The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


ddress Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


eo 


Tariff Interpretation—Commodity Rate Unrestricted Applies to 
All Articles Answering the Description 

Michigan.—Question: Carload shipments of ground coal: in 
bags and so described on bill of lading moving between two 
points are being billed at sixth class rate. 

It is contended by carrier that inasmuch as this commodity 
is known by the trade name of “Foundry Facings” that sixth 
class rate should govern. 

It is our contention that coal tariff making rates between 
the above two points should be applied, as same covers bitumi- 
nous or cannel coal without restriction as to whether coal is 
ground or otherwise, or how shipped, the name ground being 
simply an adjective to describe the coal, such as lump coal, 
pea coal, etc. 

Answer: When a rate is established on a certain com- 
modity, to the extent the description of the commodity is un- 
restricted, the rate will apply on all articles answering that 
description. National Petroleum Association vs. A. T. & S. F., 
37 I. C. C. 287. However, the Commission has held that “when 
a manufacturer describes his article to the public for the pur- 
pose of making a market for it, he also so describes it for pur- 
poses of carriage, and it seems as reasonable that the carrier 
should have a right to accept the manufacturer’s representation 
concerning his product as that the public should be influenced 
by it in the purchase of the article.’ Andrews Soap Co. vs. 
P. C. & St. L, 4 1. C. C. 41; Monarch Paint Co. vs. C. B. & Q., 
“1. © C. -967. 

The Commission has also said that the disposition of com- 
modity may properly be considered in certain instances in 
order to determine the rate or rating to apply. Joseph Iron 
co. ve. C. & L. R. BR. Coa. 46 1. Ci C. 111. 


Classification Rules—Penalties on Packing 

Missouri.—Question: About two years ago we received a 
shipment of 104 bales of bed sacks or bedding bags. On the 
freight bill there was an N. O. I. B. N. mark. The rate charged 
was first class. We filed claim on the basis that this was 
covered on cotton bags in bales from New York to the Mis- 
sissippi River crossings and cotton goods commodity rate west. 
The railroad considered our claim satisfactory and refunded 
$40.03 for overcharges. 

Now, after two years, they come to us with a charge for 
double the first class rate, plus the $40.03 claim allowed, claim- 
ing that these were specifically covered by item 14, page 19, 
supplement 9, to Consolidated Classification No. 2, at first class 
in boxes, and since they were shipped in bales we should be 
penalized three classifications higher than rule 5, or rated at 
double first class. 


Please let us know, if, in your opinion, they have a valid 
claim against us. 

Answer: You do not state clearly whether the class rates 
or commodity rates were applicable from New York to the 
Mississippi River, but we are assuming that there were com- 
modity rates on bags in boxes, because you state: “We filed 
claim on basis that this was covered on cotton bags in bales,” 
meaning, we presume, there was a cotton bag commodity rate 
in effect, and believing it applied on bags in bales, you filed 
claim and settled accordingly with the carrier. It subsequently 
developed, however that these commodity rates were restricted 
to bags in boxes, and, therefore, subjected your shipments to 
the additional penalties attendant upon articles in packages 
which are generally rated higher than when in boxes. 

Supplement 9, item 14, Consolidated Classification No. 2, 
rates these bags at first class when in boxes. Rule 5 of the 
classification provides that articles in machine pressed bales 
will take one class higher than in boxes, and in bales not ma- 
chine pressed, two classes higher than in machine pressed bales, 
which makes them three classes higher than when in boxes. 

The first class higher than in boxes is 1144 times first class; 
the third class higher is 2 times first class. The carrier is 
correct here. 

Effective March 22, 1923, however, in section 3, rule 5, sup- 
plement 16, Consolidated Freight Classification No. 3, and in 
effect now, you would simply take the difference between the 
first and double first class rates, and add that difference to 
your commodity rates which apply in boxes, 
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Advance Charges—Authority of Carrier’s Agent to Undertake 
Collection of, from Consignee Account of Shipper 

Ohio.—Question: It is very often the case that we ghip 
carloads or less than carloads to our Minneapolis branch, the 
shipments being consigned to the warehouse there and freight 
signed for by a representative of the warehouse company, the 
materials to be placed in stock to be used on orders as gold 
from our Minneapolis branch. 

It may develop that after these materials have reached 
Minneapolis stock, that they would have an order to Ship one 
of these pumps, for example, we would say, to Fargo, N. D, 
and in making shipment to Fargo, could the advances charges 
be shown at the time the freight from Dayton to Minneapolis 
on the outbound movement from Minneapolis to Fargo, which 
in turn would be paid by the consignee. 

For example, supposing it would cost $10 on shipment from 
Dayton to Minneapolis, and $5 from Minneapolis to Fargo, mak. 
ing a total of $15, which would have to be paid by the cop. 
signee, and the railroad in turn then to reimburse the ware 
house with $10. 

We do not know whether or not the railroad would handle 
this in this manner, and knowing of no tariff authority to cover 
a condition of this kind, I would appreciate very much your 
advising as to whether or not the advances could be added in 
making shipment from Minneapolis to Fargo. 

Answer: Rule 900-A of Agent Boyd’s Exception Sheet No, 
1-A reads as follows: 


Charges directly incidental to the transportation of freight (see 
note), may be advanced to connecting railways, shippers, transporta- 
tion companies, warehouses or storage houses, but only on such 
freight as in the estimation of the agent is worth in excess of the 
freight and charges at forced sale. The cost of the articles, or any 
part thereof, shipped must not in any case be advanced. 

: In case freight is of character on which prepayment or guarantee 
is required by tariff or classification governing, advances will be 
subject to the same requirement. 


NOTE—Drayage, other than that assessed against freight trans- 
ferred to or from carriers’ stations, will not be considered as trans- 
portation charges. 


If the tariff under which the shipment moved provided 
therein or made proper cross reference to a tariff which pro- 
vided for the advancing of drayage or other charges incidental 
to the transportation of freight, the carrier which handled the 
shipment in question could, apparently, under the opinion of 
the Commisison in Amendt Milling Co. vs. Michigan Cent. R. R: 
Co., 83 I. C. C. 585, advance to.the shipper such charges and 
undertake the collection thereof from the consignee. 


Liability of Carrier for Acceptance of Shipment on Order Notify 
Bill of Lading to Be Stopped for Partial Unloading When 


Tariff Prohibits Stop Privilege if Order Notify Bill of Lading 
it Used 


Itlinois.—Question: A carload shipment of meal was tend- 
ered to carriers on the order notify form bill of lading which 
instructed car to be stopped at an intermediate point for par 
tial unloading. The stop-off service is permitted by tariff, 
Another tariff, however, prohibits the acceptance of cars billed 
for a stop-off service on an order notify bill of lading, but no 
objection was made to this by the carriers, at time billing was 
tendered. On arrival at the stop-off point, the agent lifted bill 
of lading, collected charges on the total weight, and rebilled 
the balance of goods to the final destination, thereby assessing 
freight on the sum of locals to and from the stop-off point. 
We filed claim, contending that the through rate, plus $6.30, 
stop-off charge, should apply. We contended that conference 
ruling 474 applies and that the agent at point of origin is 
obliged to reject the bill of lading, the terms of which were 
contrary to tariff requirements, thereby permitting us to tender 
new billing. Our claim has been declined on the grounds that 
the car was handled properly, under the circumstances, and that 
conference ruling 474 is not applicable. Kindly let us have 
your opinion. 

Answer: If, as we assume, the tariff to which you refer 
provided that stoppage in transit would not be accorded at the 
through rate when an order notify form of bill of lading i 
used then, in the event that no rate was shown in the bill of 


lading, the carrier made no error in the execution of an order . 


notify bill of lading providing for stoppage in transit to partly 
unload, there being no conflict therein, for the reason 
there was nothing to put the carrier on notice that the privt 
lege was desired on the basis of the through rate. 


If, on the other hand, the tariff provided that the privileg® 
would not be accorded at all, if an order notify form of D 
of lading was used, the carrier, as well as the shipper, @ 
in the tender and acceptance of such a shipment. Conference? 
Ruling 474-C, apparently, relates solely to misrouting, although, 
in its opinion in Northwestern Traffic Service Bureau vs. c. M 
& St. P:, 80 I. C. C. 81, the Commission applied the provisions 
thereof to a situation which, so far as we see, did not cor 
stitute a misroute, unless there were routes open other than 
that over which the shipment was routed by the shipper, ot 
that the Commission considers the acceptance of a shipm 
which should not, because of an embargo, have been ac 
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Are You Represented in— 


Do You Carry a Stock in— 
Are YOU Share ot Business | WTU— 
TVTr8r. 


If not, start the New Year with con- 
signing a shipment to us at 


KANSAS CITY, MO. 


“The Gateway to the Southwest’’ 





You will enjoy unequalled storage and reshipping 
facilities because our buildings are strictly modern. 
Insurance rates are as low as 12c and the location 
is most advantageous; in the heart of the R. R. Ter- 
minals, Wholesale and Manufacturing District. 


We store and distribute hundreds of nationally 
known products successfully. 


Goods stored by the monthly package rate or loft 
Space rented with attractive offices. 


Our facilities at CHICAGO comprise over 450,000 
square feet of strictly modern warehouse space. 


DOWNTOWN WAREHOUSE 
Burlington Terminal Building, Canal and 
Harrison Streets, on the C., B. & Q. R.R. 

SOUTHSIDE WAREHOUSE 


5801-5967 West 65th St., in the Clearing In- 
dustrial District, on the Belt Ry. of Chicago. 





BROKERS WAREHOUSE 
1405 St. Louis Ave., cn the Frisco R. R. 





SECURITY WAREHOUSE 
1104 Union Ave., on the Mo. Pac. R. R. 


Crooks Terminal Warehouses 


CHICAGO 


NEW YORK OFFICE 
WOOLWORTH BUILDING 








KANSAS CITY 
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at all for movement to a point designated by the shipper, as 
a misroute. 

It is possible that the Commission would consider the case 
as one where a shipment has been accepted by the carrier for 
the movement of which no rate exists, as in Gateway Produce 


Co., Inc., vs. American Railway Express Co., 61 I. C. C. 347. 
DOCKET OF THE COMMISSION 

Note. items In the Docket marked with an asterisk (*) are new, 

having been added since the last issue of The Traffic World. Cancel- 


lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


December 8—Washington, D. C.—Examiner Gerry 

* 11756—New England Divisions Case (further easing). 

December 8&—New York, N. Y.—Examiner Griffin: 
16355—The Hartford Times of Hartford, Conn., 
Central R. R. et al. 


December 8—Jackson, Miss.—Examiner Konigsberg: 
wit Ne avamic Bureau, for Betta Feed Mills, Inc., et al. vs. 
y. eta 
16244—Jackson ‘raffic Bureau, for Enochs Lumber & Mfg. Co. vs. 
Ill. Cent, R. R. et al. 


December 8—Grand Rapids, Mich.—Examiner Knowlton: 
16301—National Commercial Fixture Manufacturers’ Assn. vs. Ann 
Arbor R. R. et al. 


December 8—Kansas City, Mo.—Examiner Jewell: 
16184—R. C. Jackman and O. T,. Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 


December 8—Washington, D. C.—Examiner Cummings: 

Fourth section og yg: Nos. 938, 941, 944 ond 3801, filed by 
Grand Trunk Ry. et al., concerning rates on classes and. commod- 
ities from lw England to C. F. A. and W. T. L. points (rail- 
and-lake), etc. (further hearing). 


December &—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 152—In re tentative valuation of - properties of 
the Chicago, Rock Island & Pacific Ry. Co. et 


December 8&—Washington, D. C.—Examiner Wagner 
15886—Barrett Company vs. Santa Fe et al (adjourned hearing). 


December 8—Washington, D. C.—Examiner Young: 

Finance No. 3504—In the matter of the application of the Louisiana 
Railway & Navigation Company of Texas, for authority to issue 
certain securities. 

December 9—New York, N. Y.—Examiner ome 
16358—Federated Metals Corporation et al. vs. P. R. R. et al. 


December 9—Kansas City, Mo.—Examiner fetiiee 
16078 (and Sub. Nos. 1 to 6, incl.)—Waggoner-Gates Milling Com- 
pany vs. A. T. & S. F. Ry. et al. 
December i miniatin D. C.—Examiner Mackley: 
11467—Swift & Company vs. Director General, 
tisat—Switt & Company vs. Director General. 
11540—Armour & Company vs. Director General. 
12062—Wilson & Company vs. Director General. 
(Further hearing solely with respect to the question of switch- 
ing charges.) 


December 10—Argument at Washington, D. C.: 
Finance No. tock of New Jersey, Indiana & Illinois Railroad. 
14916—Allowances or divisions received by the Texas Gulf Sulphur 
Co. and by the Houston & Brazos Valley Ry. Co. 
— on consolidated case)—Texas Gulf Sulphur Company vs. 
. & &. F. Ry. et al. 


December se asuoeaee, N. H.—Public Service Commission of New 
ampshire: 

Finance No. 4300—In the matter of the application of the Maine 

Central R. R. Co, for authority to acquire control, by purchase 
of capital stock, of the Hereford Railway Company. 

Finance No. 4301—In the matter of the Lpplication’ of the Maine 
Central R. R. Co. for a certificate of public convenience and 
necessity authorizing it to abandon that portion of its line known 
as the Hereford Railway. 


December 10—Chicago, Ill.—Examiner Knowlton: 

Fourth Section Application No. 12628, filed by Agent E. B. Boyd, 
In re rates on commodities from Eastern territory to Iowa and 
Minnesota points higher than rates to Twin Cities, etc. 

December 10—New York, N. Y.—Examiner ‘/“s: 

16286—B. Lissberger & Company et al. vs. P. R. R. et al. 


December 10—Davenport, la.—Iowa Board of et Bd Commission- 


et al., vs. Maine 


ers: 

Finance ag 4246—In the matter of the application of the C. R. I. 
& P. Co. for a certificate of public convenience and necessity 
© ihosting it to abandon its line extending from West Daven- 
port, Ia., to Stockton, Ia. 


December 11—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance No. 4304—In the matter of the application of the Manistee 
& Northeastern R. R. Co. and the Michigan Trust Company, as 
receiver thereof, for a certificate of public convenience and neces- 
sity, authorizing the abandonment of the entire line of said rail- 

ro 
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December 11—Denver, Colo.—Examiner Witfers: 
I. and S, No. 2251—Cement from Oklahoma to Texas. 
Portions of fourth section app. No. 627, filed by Agent omen 
In re rates on cement, C. L., from Ada and Hartshorne, 
points in Texas (to be heard in connection with L & Ss. ei.” 
December 11—New York City, N. Y.—Examiner Griffin: 
Sub. No. 1.—Matthiessen & Hegeler Zinc Co. et al. vs, Kan. 
sas City Southern Ry. ét al. 
16236—Mineral Point Zinc Company vs. C. & A. R. R. et al. 
16238 (and Sub. Nos, 1 and 2)—Grasselli Sak, Company et al, 
vs. A. C. & Y. Ry. et al. 


December 11—Washington, D. C.—Examiner Shanafelt: 
ub. No. 1—Armour & Company et al. vs. L. & N. R. R. etal 
1, and 8. No. 2145—Fresh meats and packing house products, East 
St. Louis, Ill., to C. & O. Ry. stations. 
16227—Wilson & Company et al. vs. C. & O. Ry. 
December 11—Argument at Washington, D. C.: 
13559—National Coffee Company et al. vs. G. C. 
ee Grocery Company et al. 
et al. 
eg 11—Kansas City, Mo.—Examiner Jewell: 
1. and S. No. 2228—Grain from Kansas City, Mo.-Kan. to C. & N. 
W. Ry. stations in Iowa. 
December 12—Chicago, Ill—Examiner Knowlton: 
16281—Shanks & Gannon Construction Company vs. 
St. L. Ry. et al. 
December 12 and 13—Argument at Washington, D. C.: 
oa City Brick & Tile Co. vs. Director General, 
e et a 
12708—Ballou ~*% ——. et al. vs. Santa Fe et al. 
er ee of R. Commissioners of Iowa et al. vs. Santa Fe 
e 

December 13—Boulder, Colo.—Examiner Witters: 
16217—The Chamber of Commerce of the City of Boulder, Colo., vg, 
Santa Fe et al. 

December 13—Kansas Cjty, Mo.—Examiner Jewell: 

1. and S. No. 2245—Grain from W. T. L. territory to Colorado, 
Kansas, Missouri, Nebraska, Oklahoma and Wyoming. 
December 13.—Chicago, Ill.—Examiner Knowlton: 
16038—. . Taylor vs. N. Y. C. & St. L. R.R. 
16203—Sunny Brook Distillery Company vs. Santa Fe et al. 

December 15—Washington, D. C.—Examiner Hillyer: 

* 1. and S. No, 1842—Rules, regulations and charges for protective 
service on peas freight. (Further hearing with respect to 
standard refrigeration charges applicable from points on the Mis- 
souri & North Arkansas Ry., also charge for icing at stations in 
Arkansas on that line.) 

Decembar 15—Washington, D. C. Examiner Wagner: 

15771—Greenbrier & Eastern Railroad Co. vs. Sewell Valley Ry. et al. 

December 15—Argument at Washington, D. C.: 
15412—Bernard Gallup vs. N. Y. N. H. & H. R.. BR. 

14761—Texas Chamber of Commerce et al. vs. Santa Fe et al. 
December 15—New York, N. Y.—Examiner Griffin: 

16120—The American Paper Goods Company vs. B. & A. R. R. et al 

16303—Public Service Cup Company et al. vs. A. C. L. R. R. et al. 

December 15—Chicago, Ill—Examiner Knowlton: 

16237—E. & A. Opler, Inc., vs. Aberdeen & Rockfish R. R. et al 


ABANDONMENT AUTHORIZED 


The Commission has authorized the Detroit & Mackinac 
Railway Company to abandon, as to interstate and foreign com- 
merce, a branch line from Tower to Le Grand, Mich., a distance 
of 9 miles. The Lobdell-Emery Manufacturing Company filed a 
protest but withdrew it at the hearing. The road was built 
for logging purposes. The Commission regular service had not 
been maintained, trains being run only when the traffic war- 
ranted operation. 


& S. F. Ry. e 
vs. B. & § L. & Wy 


.cc.ce 


Santa 


. ABANDONMENT APPLICATIONS 


In three applications the Boston & Maine has applied for 
authority to abandon its North Weare branch, its Manchester 
and Milford branch, its Newburyport branch, and operation of 
the line and facilities of the New Boston Railroad Company. 
The branches are short lines of road in New Hampshire and 
Massachusetts. Operation at a loss was given as the reason 
for the desire to abandon the line. 


CHANGES IN DOCKET 

Hearing in No. 16320, Congoleum Company, Inc., vs. C. & 
N. W. Ry. et al., assinged for December 2, at Philadelphia, Pa. 
before Examiner Griffin, was postponed to a date to be here 
after fixed. 

Hearing in Fourth Section Application No. 638 et al. a& 
signed for December 6, at Kansas City, Mo., before Examiner 
Jewell, was postponed to a date to be hereafter fixed. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. 


TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 


fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 


Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 


GEORGE W. OLIVER 
Railroad Analyst 
1814 Harris Trust Building 


Visualized Demurragé 
HUNTER ROSS 
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